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Air-conditioning is 


Railway passengers expect air-conditioned trains, 
but they do not expect to pay for this extra service. 
Its cost to the carrier must be reduced to a minimum. 
An effective means of keeping costs down is the use 
of Exide-Ironclad Batteries. 


These batteries are especially designed for the 
heavy load of air-conditioning in addition to car- 
lighting, and they have played an important part in 
the success that air-conditioning has attained. 


Exide-Ironclads have a great reserve of power to 
meet exceptional demands, and they provide sustained 


what the public expects .. . 


EXIDE-IRONCLAD 
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BATTERIES 
HELP TO MAKE AIR-CONDITIONING PROFITABLE 


voltage during periods of prolonged discharge. Their 
electrical efficiency is high, and they combine utmost 
dependability with extremely compact design. 


Maintenance costs are low with Exide -Ironclads. 
This, with their long, trouble-free service, means a 
definite saving in air-conditioning cost. Let Exide- 
Ironclads help you make this extra service profitable. 


THE ELECTRIC STORAGE BATTERY CO., Philadelphia 
The World’s Largest Manufacturers of Storage Batteries for Every Purpose 
Exide Batteries of Canada, Limited, Toronto 


' Exide 


IRONCLAD 
BATTERIES 


we witH EXxIDE MIPOR separators 


““MIPOR,”’ Reg. U. S. Pat. Off. 
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GIVE 


THIS EXTRA 
PROTECTION 


Not all rod failures are due to defects 
that can be detected by inspection. 
Perhaps the most frequent cause of 
failure is lack of resistance to fatigue 
—the eventual surrender of a carbon 
steel forging to the severe stresses to 
which it is subjected. 
Guard against forging failures by 
adopting an alloy forging steel of required strength, toughness and resist- 
ance to fatigue. 


There is an Agathon Alloy Steel particularly suited for this purpose 


which is stronger and tougher than carbon steel. It resists fatigue excep- Track Anal 


tionally well. 


Republic has long made 


a specialty.of track 


Replace those inadequate carbon steel forgings with parts of Agathon material, including the 
Maney Guard Rail, as 


Alloy Steel and you are safe-guarded against costly forging failures. ie 


Republic Steel 


CORPORATION 


CENTRAL ALLOY DIVISION, MASSILLON, OHIO 
GENERAL OFFICES: YOUNGSTOWN, OHIO 


available in Toncan Iron. 
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How to Avoid 


overnment Ownership 


There is more talk today throughout the country, 
and especially in Washington, about government own- 
ership of railways being “inevitable,” than there has 
been since government operation was adopted eighteen 
years ago. There are two principal reasons for this. 
One is that the railroad industry is not now self- 
supporting, being unable as a whole to earn its oper- 
ating expenses, taxes and fixed charges; and no indus- 
try can long continue largely dependent on government 
loans and remain under private ownership and man- 
agement. The other principal reason for so much of 
this talk is that propagandists against legislation to 
equalize terms of competition in transportation have 
succeeded in convincing many persons that the large 
losses of traffic by the railways to other carriers have 
been mainly due to inertness of railway management. 

It is nothing new for Senator Wheeler of Montana 
to advocate government ownership. He was the candi- 
date of the Progressive Party for vice-president on a 
platform advocating government ownership in 1924, 
when neither present railroad financial conditions nor 
present competitive conditions in transportation existed. 
The uninformed might infer, however, from the way 
he stressed these recent developments in his radio ad- 
dress on April 12 that it is because of them that he 
now advocates government ownership. In one place 
he referred to Co-ordinator Eastman’s recent statement 
that we do not need to worry about the effect of some 
pending legislation on railroad credit because the rail- 
roads have no credit, at least outside of the Reconstruc- 
tion Finance Corporation, and he added, “Here is the 
real crux of the government ownership question.” In 
another place he said, “They (the railroads) have be- 
come ingrown from years of placid lying in the sun 
and have stubbornly refused to recognize the hand- 
writing on the wall. They have allowed the trucks and 
waterways to steal their business from under their 
noses. About the only suggestion the railroads have 
made for a solution of their difficulties has been that 
they be allowed to raise rates by 10 per cent.” 

“The Paradox of Government Ownership” was the 
subject of an able address delivered recently by Ken- 
neth F. Burgess of Chicago. The paradox to which he 
referred is that no class, excepting radicals like Sena- 
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tor Wheeler, who always have favored it, now advo- 
cates or apparently wants government ownership, but 
that many call it “inevitable” because they can see no 
remedies for the conditions owing to which private 
ownership seems to them to be doomed. And yet the 
available means of saving private ownership are plain 
enough. 


Government Ownership and State Socialism 

In any consideration of the subject, the fact to which 
most weight should be given by all who wish to pre- 
serve the existing political and economic systems of the 
United States is that, as the Railway Age said last 
week, “Adoption of government ownership of rail- 
ways would deal a more terrific blow to capitalism, 
and advance state socialism more, than all the measures 
yet adopted or proposed by the New Dealers.” 

“I do not wish to be interpreted as in favor of 
government ownership of other industries,’ declared 
Senator Wheeler, “because I feel that the two view- 
points can easily be distinguished.” What need to be 
considered are realities, not viewpoints. After ac- 
quiring the railways the government would soon dis- 
cover plenty of unfounded reasons for claiming that it 
could manufacture equipment and materials and mine 
coal cheaper than it could buy them from private pro- 
ducers. Before the depression the railways made pur- 
chases from other industries of about $2,250,000,000 
annually. These other industries ramify all the way 
from the large manufacturing centers through small 
communities back to the most remote sources of ore, 
coal and lumber. Under government ownership of 
railways hardly any kind of industry would fail to 
soon find itself dealing with the government and in 
danger of being partly or wholly taken over by it. 
The question is, therefore, not merely one of govern- 
ment ownership of railways. It is whether we are to 
have an economic system of state socialism or of 
private ownership of property in general. 


Make Railways Self-Supporting 
The only way certainly to prevent government own- 


ership of railways is to make them a self-supporting 
private industry. Railroads and public have been look- 
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ing forward to the time when a revival of general busi- 
ness would result in increased traffic and earnings for 
the roads and thus get them out of their difficulties. 
But, so far at least, all attempts to revive general busi- 
ness without first dealing definitively with the difficul- 
ties of the railroads have proved abortive. Experience 
would seem to indicate that a revival of railway net 
earnings and purchases must be accepted as one es- 
sential means of restoring general business activity. 

Granting that traffic recovery may come to restore 
railway gross earnings, its failure to do so over a long 
period, combined with a steady rise in defaults on rail- 
way securities, makes it imperative that a mighty ef- 
fort be made to increase railway net earning power on 
the basis of present traffic. If this could be done, 
and the railways’ purchasing power increased, gen- 
eral economic recovery would be greatly stimulated. 
If it is not done, some railway security owners are 
likely to be tempted into the view that their investments 
would be safer under the terms of Senator Wheeler’s 
government ownership bill than they are under private 
ownership under present conditions. There is no de- 
mand for government ownership today, but if the 
owners of railway securities, being human, once get 
the idea that its adoption would mean money in their 
pockets, some at least of them may be tempted to 
show the same weakness that most others have shown 
when an opportunity has been given to share in the 
taxpayers’ largess. 


What Security-Holders Can Do 

The large institutional holders of securities might be 
tempted temporarily to accept greater safety for a part 
of their investments. But would not the socialization of 
America’s greatest large-scale industry be a terrific 
price to pay for this? Banking and insurance are 
functions even more easily socialized than the rail- 
roads. The holders of securities who might be tempted 
to favor this policy for the railroads would quite likely 
find that, by yielding, they had built up a movement 
toward socialization strong enough to engulf their 
businesses, also. If business men wish to make a suc- 
cessful defense against the process, they will have to 
fight socialism wherever it appears, and not wait until 
their particular businesses are attacked. 

What can security owners do to protect their legiti- 
mate interests, while making no concessions to social- 
ism? They can for one thing—where financial reor- 
ganization of railway properties is unavoidable— 
approach the problem in a spirit of tolerance, ready 
to make concessions in interest rates or by accepting 
contingent obligations instead of fixed interest secur- 
ities. Quite as important—even more so, in fact— 
they should make their voices heard on legislative pro- 
posals now before Congress: The “make-work” legis- 
lative program of the railway labor organizations, and 
the bills for bringing the railways’ competitors under 
regulation. The more actively investors assert them- 
selves politically, the fewer concessions will be re- 
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quired of them financially if government ownership of 
the railroads is to be avoided. 


Need for “Co-operative Economies”’ 


Railway managements have shown great ingenuity in 
reducing operating expenses. Most of these savings 
have been made by individual roads acting on their 
own initiative. The field of “co-operative economies” 
which can be effected by two or more roads acting 
jointly has been largely left alone, owing to the inter- 
pretation by the Co-ordinator applying to all joint 
economies of the railroads the labor clause of the 
Emergency Transportation Act of 1933, which pre- 
cludes changes in occupation as a result of co-operative 
economies instituted through the Co-ordinator’s or- 
ganization. The disability of the railroads to insti- 
tute economies of this kind must be removed. If this 
is not done by lapse of the law, then this absurd and 
unjust labor clause ought to be attacked in the courts. 
Labor should be accorded every reasonable considera- 
tion, but no one is entitled indefinitely to precisely the 
kind of job he may be holding at any given time, when 
his maintenance in it means the continuance of waste- 
ful practices for which society has to pay. 

In a recent address before the Chamber of Com- 
merce of the State of New York, President Pelley of 
the Association of American Railroads acknowledged 
the value to the railroads of some of the studies made 
by Co-ordinator Eastman’s staff. One of these studies, 
made public over a year ago, dealt with a matter 
wherein there is, perhaps, greater opportunity for 
economy with better service to the public than in any 
other phase of railway operation. We refer to the 
report and recommendations with regard to consolidat- 
ing the handling of l.c.l. traffic in the hands of two 
companies. 


Savings from L.C.L. Pooling? 


Without necessarily agreeing that two such com- 
panies—rather than a single agency or three or four 
—offer the ideal solution to the l.c.l. question, never- 
theless some degree of pooling of this traffic would ap- 
pear to be the only manner in which its economical 
handling can be assured. An average pay load of 
only 3% tons in a car weighing 25 tons does not repre- 
sent economical transportation, judged by any stand- 
ard. It is not necessary to concede that any such 
sum as $100,000,000, as estimated in the report, could 
be saved in order to recognize the indisputable fact 
that some millions, in any event, would be economized ; 
and that part of these savings could be passed along 
to shippers in order to win back their patronage to the 
railways. It is to be hoped that the committee of the 
Association of American Railroads which has the sub- 
ject under consideration may soon announce a definite 
scheme for realizing these needed economies. But 
here again the labor provisions of the Emergency 
Transportation Act, as interpreted by Co-ordinator 
Eastman, will stand in the way of any definitive ac- 








Vol. 98, No. 16 


complishment unless the law is changed or allowed to 
lapse. Railroad managements can at least make their 
plans, and announce to the public what they are pre- 
pared to do to save money and improve service if they 
are permitted to do so. 


Labor Costs Must Be Reduced 


It goes almost without saying that any effort to save 
the railroads from complete insolvency and government 
ownership would be ineffective if the billion-dollar 
“make work” legislative program of the railway labor 
organizations were enacted. Furthermore, the wage 
increase consummated on April 1, and which was predi- 
cated upon expected traffic revival, ought to be re- 
scinded, and restoration of wages in future made con- 
tingent upon actual revival of traffic. It is impossible 
to justify from the point of view of the employees or 
anyone else a wage scale which bears no relation either 
to fluctuations in the cost of living, to the prosperity 
of the industry paying the wages, or to the labor 
standards of competing industries. Railway man- 
agements must be resolute on this point as well as in 
their insistence on being allowed to effect co-operative 
economies, if the danger of government ownership is 
to be removed. 

No business man jealous of the integrity of his 
own business and the maintenance, in the public in- 
terest, of free private enterprise can afford to let 
socialism gain the foothold and the power which na- 
tionalization of the railroads would give it. All busi- 
ness has a definite interest in the restoration of solvency 
to the railroads, without waiting for a general revival 
of traffic. Support for the bills now before Congress 
bringing the railways’ competitors under reasonable 
regulation, and opposition to the ruinous “make work” 
legislation advocated by railway labor leaders, are two 
means by which business men and the public can, by 
helping prevent the socialization of the railways, safe- 
guard their interests also from being socialized. 


Government Credit to Railways 


The Reconstruction Finance Corporation and the 
Interstate Commerce Commission can do their part, not 
only by a liberal view as regards credit to railroads the 
managements of which are striving with prospects of 
success to keep them solvent, but by aiding in par- 
ticular those roads which seek credit to purchase equip- 
ment or make improvements which will recover traffic 
or reduce operating expenses. Managements will have 
to continue relentlessly to pursue economy—and in par- 
ticular co-operative economy, since that field promises 
such large opportunities. And railroad labor must 
come to a realization that a prosperous industry is the 
only assurance of good wages and increasing employ- 
ment. 

The threat of government ownership may be serious, 
but it is far from “inevitable,” and the threat of it 
can hardly fail to stimulate effective action by those 
who are opposed to it. 
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Improved Equipment, 
and Public Relations 


Although the railroads have not been ordering much 
new equipment, except for the several new high speed 
streamline trains and the electric locomotives for use 
on the Pennsylvania Railroad between New York and 
Washington, they have been going steadily forward 
in improving some of the older equipment as it goes 
through the repair shops. It is surprising how much 
can be done in making passenger cars more attractive 
and more comfortable without heavy added expense. 
Even more interesting is the extent to which some of 
the railroads are taking the public into their confidence 
in making such improvements, although they may only 
be in an experimental stage. 

The great crowd which was attracted to the open- 
ing of the Pennsylvania station at Newark, N. J., re- 
cently showed a keen interest in examining a typical 
New York-Washington Pullman train, even though, 
except for the locomotive, none of the other parts of 
the train were new; at least in the sense of having 
just come from the builders. They did represent up- 
to-date equipment for a train of this sort on an eastern 
railroad, some features of which were, of course, new 
to all but seasoned travelers. 

A few days later commuters in the Lackawanna sta- 
tion at Hoboken, N. J., were challenged by a sign in- 
viting them to inspect a newly finished train on exhi- 
bition in the station. Staged with little notice, these 
cars, just refinished at the Kingsland, N. J., shops of 
the railroad, attracted a large number of visitors, 
although ordinarily the average commuter rushes 
through the station with little or no time to spare. 
The cars, finished within and without with an alu- 
minum paint, which is practically fused on the metal, 
each had a different type of interior decoration. The 
bright, silvery outside and the attractive colors on the 
interiors, drew forth many expressions of appreciation. 

So successful was this exhibit of the Lackawanna 
that it now has a special exhibition train of passenger 
and freight cars, which will be displayed at 40 differ- 
ent stations on the line. The train includes aluminum 
finished coaches, such as those mentioned above, as 
well as special coaches and lounge cars, a dining car, 
a steel hopper coal car, two box cars and locomotives, 
both steam and Diesel-electric. The Baltimore & Ohio 
late this week exhibited at Washington 13 new light- 
weight freight cars, constructed of various alloys. 

Such exhibitions or demonstrations indicate a grow- 
ing appreciation on the part of the railroads that the 
public is interested in and greatly attracted by any im- 
provements which may be made in the equipment and 
facilities. The friendly way in which the public takes 
advantage of such exhibitions is a good omen, particu- 
larly in these days when the railroads have so great 
need of friends and well wishers. 








The Zephyr Twins 


Twin Zephyrs Placed in Service 


New three-car, articulated, stainless steel, Diesel-electric trains operate 


on 6'-hr. schedule between Chicago and St. Paul 


ITH a further lowering of the running time 
W between Chicago and the Twin Cities and an 

unusual display of public interest in the de- 
velopment of fast trains, the Chicago, Burlington & 
Quincy, on April 21, is placing its Twin Zephyrs in 
regular daily service between Chicago and St. Paul, 
Minn., on a schedule of 6% hr., or 390 min., for the 431 
miles. One of these two new three-car, articulated, 
stainless-steel, Diesel-electric trains leaves Chicago at 
2 p. m. while the other leaves Minneapolis, Minn., at 12 
noon and St. Paul at 12:30 p. m. The northbound 
train arrives at St. Paul at 8:30 p. m. and Minneapolis 
at 9 p. m., while the southbound ‘train arrives at Chi- 
cago at 7 p. m., thereby completing the runs, with brief 
pauses for crew changes at Savanna, IIl., and North 
LaCrosse, Wis., at an average speed of 66.3 miles per 
hour and a top speed of about 90 miles per hour. 

The inauguration of the Twin Zephyrs was preceded 
by several events which attracted wide attention. On 
March 23, one of the trains, No. 9901, carrying 88 pas- 
sengers, left the plant of the Edward G. Budd Manu- 
facturing Company at North Philadelphia, Pa., for a 
trip over the Seaboard Air Line to points in Florida, 
visiting Washington, Fredericksburg, Va., Richmond, 
Raleigh, N. C., Columbia, S. C., Savannah, Ga., Jack- 
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sonville, Fla., Ocala, Winter Haven, Sebring, West 
Palm Beach, Miami, Tampa, St. Petersburg and Sara- 
sota. This trip was completed on April 2, at which time 
a total of 136,237 persons had passed through the train 
at the several stops made for public inspection. On this 
run of 2,861.3 miles, $43.72 worth of fuel oil was con- 
sumed. 


Test Run of 431 Miles Made in 333 Minutes 


On April 6, this same train set a record for itself by 
covering the 431 miles between Chicago and St. Paul in 
5 hr. 33 min., or at an average speed of 77.7 m.p.h. 
The occasion was a trial run, with railway officers on 
board, to test the train and track prior to the inaugura- 
tion of regular service. The train left Chicago at 8:10 
a. m. and arrived at St. Paul at 1.43 p. m.. At one 
time during the run, the train reached a speed of 10+ 
m.p.h. The fuel performance was 2.6 miles per gal. of 
fuel oil burned in the Diesel engine, and the lubricating 
oil consumption was 2 gal. for the round tr ip. The re- 
turn run was completed at 8:12 p. m. on the same day. 


After this performance, the train departed for St. 
Louis where, on April 8 and 9, it carried members ot 
the St. Louis Chamber of Commerce on a two-day trip, 
On 


with stops at Galesburg, IIl., and Burlington, Iowa. 
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the following day, it departed from Kansas City, Mo., 
on a three-day trip, carrying members of the Kansas 
City Chamber of Commerce and visiting Lincoln, Neb., 
and McCook. At midnight on April 13, it left Kansas 
City for Aurora, Ill., where it arrived at noon on April 
14 to be reunited with its twin. 

In the meantime, the other twin train, No. 9902, was 
being completed at Philadelphia, Pa. On April 9, it 
departed for Chicago where, after stopping at Pittsburgh, 
Pa., it arrived on April 11. On April 13, it proceeded 
to Aurora to meet the first twin. 


Human Twins Enjoy Novel Experience 


Forty-four sets of human twins participated in the 
reunion of the two trains at Aurora on April 14. These 
twins, selected by the Burlington from territory along 
its lines, ranging from 3 to 73 years of age, boarded 
Twin No. 9902 at Chicago at 10:55 a. m. on April 14 
and arrived at Aurora at the same time as Twin No. 
9901, coming from Kansas City. After fitting reunion 
ceremonies, one of each pair of twins was assigned to 
each of the trains and the two trains traveled abreast of 
each other on the three-track line from Aurora to Chi- 
cago. 

The christening of the Twin Zephyrs took place at 
Chicago on April 15, when Marion and Frances Beeler, 
twin sisters, each simultaneously broke a bottle of cham- 
pagne on each train. Following the christening cere- 
monies, the trains started on a non-stop run to the Twin 
Cities, carrying 120 members of the Chicago Association 
of Commerce. Both trains left Chicago at 7:30 a. m. 
and arrived in St. Paul one at 1:15 p. m. and the other 
at 1:36 p.m. At St. Paul, the passengers were guests of 
the joint associations of commerce of the Twin Cities at 
a luncheon at the Minnesota Club. At this luncheon, 
Frank B. Kellogg, former secretary of state and now 
judge of the Permanent Court of International Justice, 
was the speaker. After the luncheon, the guests mo- 
tored to Minneapolis where they boarded the trains at 
4:00 p. m. for the return trip to Chicago where they 
arrived at 10:09 p. m. 

On April 16, the Twin trains were exhibited at the 
Union station at Chicago. On the following day, both 
trains were placed in revenue service to carry excur- 
sionists from Chicago to Aurora and transported 1,144 
persons. On April 18, both trains were exhibited at the 
Great Northern station in Minneapolis and on the next 
day at the Union station in St. Paul. On April 20, train 
No. 9902 returns to Chicago and on April 21, both trains 
begin their daily runs in regular service. 


Construction Features of the Twin Zephyrs 


Except for changes in certain important details, such 
as the floor plans, insulation, heating arrangement, air- 
brake equipment, etc., the Twin Zephyrs, No. 9901 and 
9902, are replicas of the first Zephyr No. 9900, described 
in the Railway Age issue of April 14, 1934. The trains, 
built by the Edward G. Budd Manufacturing Company, 
Philadelphia, Pa., embody the familiar Budd Shotweld 
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Individual Reclining-Back Seats and Removable Section Table 
Can Be Used for Card Playing or Dining Service 
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stainless steel construction, and are driven by 660-hp. 
Diesel-electric power plants, furnished by the Electro- 
Motive Corporation, new railroad division of General 
Motors. 


Designed for High Speed Day Travel Only 


Each of the Twin Zephyrs, designed for high-speed, 
day travel only, consists of three articulated body sec- 
tions, carried on four 4-wheel roller-bearing trucks. The 
train is 197 ft. long, weighs 225,000 lb. ready for serv- 
ice, and has a seating capacity for 88 passengers. The 
principal difference between it and the first three-car 
train of this type built is the elimination of a 31%-ft. 
mail compartment, not required on the St. Paul run, and 
the utilization of this space for baggage and express, 
thus providing room for a more commodious kitchen, 
pantry and lunch counter, and additional seating space 
to accommodate 16 more passengers than was possible 
in the first train. All seats are reserved and sold by 
number. 

The first car of each train, in addition to the space 
occupied by the operator’s cab and engine room, con- 
tains a baggage compartment, 28 ft. 7% in., and a 
kitchen annex. Storage batteries and the heater boiler 
are situated in this annex. In the forward end of the 
second car are the kitchen proper, and the serving 
pantry which also serves as a lunch counter. Provision 
is made for seating 40 passengers in individual re- 
clining back seats in the remaining space of this car. In 
the third car are coach seats for 24 passengers and a 
large parlor compartment with accommodations for 24 
passengers in comfortable individual chairs. Suitable 
lavatory facilities are provided in each of the three cars. 
Throughout the train, large storage closets are provided 
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Comfortable Chairs Are Provided in the Spacious Observation- 
Lounge End 


for hand baggage, package and service equipment in 
addition to the usual parcel racks over the seats. 

Interior decorations have been carried out with the 
same luxuriousness of appointment as on the original 
Zephyr. The color scheme is characterized by the use 
of plain but distinctive pastel shades of green, blue and 
grey, blending harmoniously with the drapery, up- 
holstery and carpets, relieved only by continuous bands 
of stainless steel moldings above and below the windows. 
The satin finish of the anodicly treated aluminum parcel 
racks, serving trays and seat frames furnishes a pleas- 
_ing contrast to the polished chromium-plated body hard- 
ware. Reflected light from tubular ducts in the ceiling 
provides diffused illumination of suitable intensity at 
eye level. 


More Extensive Dining Facilities Provided 


The small buffet-grill in the first Zephyr is replaced in 
each of the new trains by a commodious kitchen and 
pantry, designed to provide continuous buffet or diner 
service for a 10-hour period. The pantry contains two 
ice boxes, a crushed ice compartment with cooling coils 
for a drinking fountain above and cold compartment for 
ice cream, cream and milk. The kitchen is equipped 
with a range, steam tables, warming closet, coal bin, 
a large refrigerator, ice boxes for fish and crushed ice, 
an emergency sink with table top, and a cabinet pro- 
vided with the latest four-unit coffee urn designed for 
railroad safety service. A cutting board and serving 
table are provided at the door between the pantry and 
the kitchen. An air curtain at this opening protects the 
pantry from the heat, odors and gases which may 
originate in the kitchen. Overhead storage and linen 
lockers are provided in all three compartments. There 
is a suitably-ventilated canopy over the range and steam 
table in the kitchen. 

The kitchen annex is equipped with a large drain 
board with double sink, storage lockers and garbage cans. 
Storage batteries are enclosed below the drain board and 
sink on the right side and in the lower part of the stor- 
age lockers on the left side of the car. The pantry floor is 
covered with linoleum cemented to 54¢-in. cork tile. The 
side flooring in the kitchen is %4¢ in. maple over builders’ 
paper with fish rack and pan construction in the center. 

Communication with the pantry from each seat in the 
train is made possible by an annunciator. The pantry 
can provide counter service for four passengers at one 
time. Sixteen passengers can be served in the dinette 
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(across the vestibule from the pantry) on the removable 
black Formica tables. Individual trays of anodicly 
treated aluminum may be attached to all reclining seats 
in the coach compartments and to the arms of lounge 
chairs in the observation end. Where opposed seats 
occur at the bulkhead in the 24-passenger compartment, 
removable section tables may be set up, if desired. 


Air-Conditioning, Heating and Insulation 


The three-passenger compartments are completely air- 
conditioned by General Electric mechanical equipment. 
The compressor and condenser units are housed beneath 
the floor of two cars, while the evaporators and the dis- 
tributing fans are built into the roof above the vestibules. 
This arrangement permits ready accessibility to the ap- 
paratus for repair or adjustment. 

Steam heat of the Vapor type is provided by an oil- 
fired Peter Smith boiler with an evaporative capacity of 
500 Ib. per hr. Heat is supplied to the passenger com- 
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Meals Are Cooked on a Modern Railway Kitchen Range 


partments from fin-tube coils in the evaporator units of 
the air-conditioning system, the fresh and re-circulated 
air passing through the units to the compartments. Steam 
is also supplied to a copper fin-pipe along the truss 
plank near the floor on each side of the compartment. 
The admission of steam to both radiators is controlled 
by a separate Vapor regulator and a magnet valve, the 
latter being actuated by a thermostat. The regulator re- 
duces the steam from 30 lb. to atmospheric pressure and 
no high-pressure steam is used in the radiating pipes. 
A thermostat for the control of the air-conditioning 
radiators is located on a deadlight panel near the center 
of each compartment, about 5 ft. above the floor. The 
thermostat for the side-wall radiators is placed near the 
floor and serves to bring these radiators into action auto- 
matically when the heat distribution from the air-con- 
ditioning unit is not sufficient to maintain a predeter- 
mined temperature at the floor. 

Two factors which assist greatly in providing ade- 
quate heat and air-conditioning in the Twin Zephyrs 
is the particular attention paid. to insulation and the 
provision of hermetically-sealed windows. Both the side 
walls and the roofs of the passenger compartments are 
thoroughly insulated with a 2-in. blanket of Dry-Zero, 
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a light-weight material designed to combine low heat 
conductivity with added sound-deadening. All other 
compartments are insulated with Alfol. Cork insulation 
is used in the floor construction. The windows are 
double hermetically sealed units, made of two pieces of 
Duplate ™%-in. shatterproof glass, having a %-in. dry- 
air space between. 


Power Plant, Trucks, Brakes, Etc. 


The prime mover of the Electro-Motive power plant 
is a Winton 660-hp., high-compression, two-cycle, 8-in. 
by 10-in., eight-in-line Diesel engine. Power for all 
auxiliaries is taken from the engine in excess of its 


600-hp. traction rating. The electric equipment, includ-- 


ing the main generator, exciter, auxiliary generator ‘and 
traction motors, was built by the General Electric Com- 
pany. Compressed air for the train is furnished by a 
Gardner-Denver, 75-cu. ft.-per-min. air compressor, with 
direct mechanical drive from the rear end of the 
engine crank shaft. On the first Zephyr, compressed 
air was provided by two motor-driven compressors of 
25-cu. ft.-per-min. capacity, each. 

The four trucks, provided with Timken roller bear- 
ings on all journals, are of conventional outside-bearing 
type of construction with various refinements in design 
to improve the riding qualities, reduce weight and assure 
quiet operation. They weigh 55,000 lb., exclusive of 
gears and motors of the power truck, and are equipped 
with Simplex unit-cylinder clasp brakes. Rubber and 
Fabreeka inserts are used extensively in the trucks. 
They are placed under the center plate, in both top and 
bottom equalizer-spring seats and between the ends. of 
the equalizers and journal boxes. The bolster chafing 
plates are of hardened spring steel, but: are insulated 
from the frame by vulcanized pads of sound-deadening 
rubber. At the sides of the center plate are strips of 
Fabreeka which take fore-and-aft thrusts and prevent 
metallic contacts and the transmission of sound. Rubber 
thimbles are also provided around the king pin and the 
center-plate bolts, the latter also including washers. Au- 
tomobile brake lining is used wherever the members of 
the truck brake rigging are likely to rub. 

Helical-volute springs, of the Holland type, are used 
on the equalizers of all trucks, consisting of the con- 





The Pantry is Equipped to Provide Lunch-Counter Service When Desired 
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ventional helical outer coil with an inner volute spring 
in place of the inner helical coil. This construction is de- 
signed to reduce vertical oscillations. In order to dampen 
lateral oscillations at high speeds, Houdaille double- 
acting hydraulic railroad shock absorbers are installed 
between the bolster and the truck transoms on all trucks. 
Not only is this dampening a benefit in eliminating un- 
comfortable side sway, but the double-acting feature of 
the shock absorbers also prevents the bolster from strik- 
ing through under any conditions when the train is op- 
erating on curves. The center-plate bearing and the 
bearing between the articulation castings are faced with 


Oilite. 
Electric Feature Added to Braking Equipment 

The train is equipped with Westinghouse air brakes 
which has been developed for use with high-speed, ar- 
ticulated train units and is adaptable to any length of 
multi-unit train. This is an electro-pneumatic brake 
with straight-air brake available in case of electric failure, 
or failure of the straight-air service brake. The electric 
feature, not provided on the first Zephyr, gives simul- 
taneous brake application on each of the four trucks an 
appreciable interval of time (fraction of a second) 
sooner than was possible on the first train. The brake 
operation is initiated from the brake valve in the usual 
manner, the valve being self-lapping and thus assuring 
rapid sensitivity of brake application and release. 

Provision is made for the control of brakes by means 
of standard brake equipment on steam and electric loco- 
motives, when the train is hauled dead, through the auto- 
matic brake and a deadman control is operated pneu- 
matically either by a foot pedal or by resting the weight 
of the hand on the brake-valve handle. 

The foundation brake system is designed for an aver- 
age braking ratio of 175 per cent of light weight and 
150 per cent of loaded weight at 100 lb. cylinder pres- 
sure. Pressure at full service application is 65 lb. per sq. 
in. Decelakron control of brake-cylinder pressure pre- 
vents the rate of retardation of the train from exceeding 
that which the adhesion will hold. Aluminum has been 
used extensively in the air brake equipment to reduce 
weight. 


Senator Wheeler's 
Government Ownership Bil 


WASHINGTON, D. C. 


BILL proposing a plan for government owner- 
A ship and acquisition of the railroads of the United 

States and their operation by a federal corpora- 
tion called the United States Railways, was introduced 
in the Senate on April 15 by Senator Burton K. 
Wheeler, of Montana, chairman of the committee on 
interstate commerce. A similar bill was introduced in 
the House by Representative Maverick, of Texas, as 
H. R. 7541. 

Senator Wheeler had announced his intention to 
introduce such a bill some time ago but had indicated 
the purpose was more to provoke discussion than to 
urge action on it at this session. The bill was drafted 
with the assistance of Co-ordinator Eastman and his 
counsel, Leslie Craven, at Senator Wheeler’s request and 
it follows the general plan of the bill tentatively outlined 
in Mr. Eastman’s reports, although Senator Wheeler has 
explained that Mr. Eastman had not suggested it at 
this time and does not recommend the immediate govern- 
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ment acquisition of the railroads. In that respect the 
bill differs from those recommended by Mr. Eastman 
in his report to the President and to Congress, which 
Senator Wheeler introduced “by request.” The Senator 
put into the Congressional Record a Statement analyzing 
the bill as follows: 


This bill is a comprehensive government ownership statute, 
providing for the acquisition, ownership, and management of the 
railroads by a federal corporation, called the “United States Rail- 
ways,” under public management and in the public interest. 

The bill authorizes the creation of the United States Railways 
and its acquisition of the property of the railroads, either by 
consolidation of the present companies with the federal corpora- 
tion and an exchange of their respective securities, or by use of 
eminent domain and a payment for the property in debentures of 
the United States Railways guaranteed by the government. 

The provisions for acquisition by exchange of securities permit 
the United States Railways to offer its securities to a carrier, 
or to the latter’s security holders, on a basis which the bill pre- 
scribes, the security holders being given the option of accepting 
the offer or of receiving under condemnation proceedings the 
present value of their securities paid in government-guaranteed 
debentures. 

The bill authorizes an offer, under the exchange provisions, 
of debentures equal to the present value of the carrier securities 
plus contingent securities (income bonds or preferred stock, not 
guaranteed by the government) of the United States Railways 
equal to the difference between such present value of the carrier’s 
securities and what their value would be on the basis of the 1930 
earnings, it being provided that the interest payable on the de- 
bentures thus issued shall not exceed the present income of the 
property and that the aggregate interest and dividends payable 
on the debentures and contingent securities shall not exceed the 
income of the year 1930. These provisions have two principal 
purposes. In the first place, it is intended to make it possible for 
the government to acquire the property in such a way that the 
fixed charges can be borne by the present earnings of the prop- 
erty, thereby avoiding the necessity of meeting such charges 
through taxation. In the second place, it is intended to provide 
for a fair treatment of the security holders and not to restrict 
them to payment for the value of their holdings at depression 
prices. 

Consequently, the act provides for an acquisition on a basis 
whereby the security holders will be made whole for the present 
value of their holdings and will be given “rain check” securities 
for the difference between the present value and the value on the 
basis of the 1930 income. This “rain check” arrangement gives 
the security holders the benefit of future increases in earnings, 
using those of the year 1930 as an upper limit. That this is a 
fair and liberal basis is clear from the fact that the net railway 
operating income of the Class I railroads in 1930 was $870,000,000, 
which is approximately the average of the last 10 years, the 
earnings of the period 1925-34, inclusive, being $850,000,000. 
whereas the 1934 income was $463,000,000. The bill does not 
adopt the suggestion which has been sometimes current that the 
government should take over the railroads and guarantee the 
bonds, thus bailing out one class of investors. Under the ex- 
change proposed, it is clear that the capital costs of the trans- 
portation system would be substantially reduced, because the 
property would be acquired on a basis which is less than the 
present capitalization, the funded debt being consequently lower, 
and there would be a reduction of the interest rate, since govern- 
ment-guaranteed debentures will bear lower interest rates than 
the present railroad bonds. 

Under the provisions of the bill, where physical property is 
acquired by the use of eminent domain, or where securities are 
condemned, the value is to be paid for wholly in debentures of 
the United States Railways, guaranteed by the government.. The 
value is to be determined by a special commission called the 
“Railway Acquisition Tribunal,” under provisions which put 
emphasis upon the present actual commercial value of the prop- 
erty and which are designed to exclude from consideration repro- 
duction costs and similar data which, in view of the obsolescence 
created by competitive transportation agencies and the low earn- 
ing power of the property, are no indication of its present or 
prospective value. 


The bill provides for the temporary taking over of the railroad, 
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properties on January 1, 1936, pending permanent acquisition 
proceedings, on a rental arrangement very similar to that used 
during federal control in the war period. 

The bill provides for the protection of the operation of the 
United States Railways from the influence of politics. The 
management is vested in five trustees, whose salary is to be 
$20,000 a year, and who shall be men of wide experience and 
demonstrated capacity and obligated to administer the properties 
in the public interest, independent of political considerations, and 
on a self-supporting basis. In the appointment of trustees, offi- 
cers and employees, and their dismissal, promotion or demotion, 
no political qualification may be given consideration, and officers 
of the United States or of any political party organization are 
forbidden by the act to solicit or recommend the appointment, 
dismissal, promotion or demotion of any officer or employee. 
Provision is made for a railroad advisory council consisting of 
24 members, to be appointed by the President and representing 
labor and the various industries and professions. Provisions are 
made under which, speaking generally, there is no important 
disturbance of the present system of state taxation of railroad 
property or of the handling of labor problems. The Interstate 
Commerce Commission is given substantially the same authority 
over rates as it had during the period of federal control. 

Senator Wheeler had discussed the government 
ownership proposal in a radio address on April 12, say- 
ing that the railroads had but one solution for their 
difficulties, increased rates. 

“This idea of raising rates,” he said “is perfectly in 
line with our economy of scarcity, based on the sophistry 
of big b siness that higher prices will bring prosperity. 
I think that we are finding out more clearly every day 
that by merely raising prices we are not going to elimi- 
nate surpluses, but that on the contrary, if we can’t con- 
sume surpluses at present prices, it is certain that we 
can’t consume even as much if prices are raised. So it 
is with the railroads, while increased charges might raise 
the net profit a little right at the start, it will be certain 
to drive business that the roads are now struggling to 
keep to the competing forms of transportation. 

“Congress cannot legislate good sense into any in- 
dustry. If we are going to have to try that we might 
as well take that industry over, and run it as a function 
of the government. Irrespective of whether we might 
as well take the railways over, it is hardly to be denied 
that sooner or later we are going to have to take them 
over. The other day at a hearing before the Senate 
committee on interstate commerce, Co-ordinator of 
Transportation Eastman made a statement that we did 
not need to worry about the effect of some pending 
legislation on railroad credit because the railroads have 
no credit, at least outside of the Reconstruction Finance 
Corporation. Here is the real crux of the government 
ownership question. At the present time many of the 
roads are in a state of disrepair, their equipment is be- 
coming obsolete, and if the rumblings on the horizon of 
science are to be credited, this obsolescence rate will in- 
crease rapidly through the use of lighter metals, Diesel 
electric engines and improved designs. 

“T do not think that there is any question but that the 
sources of private capital are not willing to advance the 
railroads enough new money to take care of the modern- 
ization of equipment and service necessary to meet the 
competition of the newer and more flexible forms of 
highway transportation. The earning power of the rail- 
roads will not improve until more money is spent in 
bringing them up to date. The railroads cannot hope 
to borrow more from private capital until they can earn 
enoneh to nay out. It is a vicious circle and the only 
solution of it so far has been the raising of rates and 
government loans running into the hundreds of millions 
of dollars. Many of the loans not in default have been 
renewed several times, and the prospects now are that 


(Continued on page 614) 
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eading Bridge Has 


Unusual Floor 
Construction 


Interlocked structural steel 
channels form shallow deck 


to carry ballasted track 


tural steel channels in its deck construction has 

recently been completed by the Reading Company 
over the west branch of the Susquehanna river, just 
south of Rupert, Pa. In this bridge, which is a nine- 
span single-track through-truss structure with a total 
length of 1,418 ft. 9 in., the deck is an assembly of rolled 
channels laid at right angles to the center line of the 
structure, with the flanges alternately up and down, and 
with the adjacent flanges interlocked and securely welded 
together. Leveled off with asphalt filler blocks and 
protected by asphalt bridge planking, the deck carries 
a standard section of stone ballast. This form of con- 
struction was employed to minimize the deck thickness 
and weight. 


T ix first railroad bridge to employ interlocked struc- 


Replaces Old Bridge 


The new bridge, which in itself is not an unusual struc- 
ture, replaces an old structure alongside, and includes 
nine riveted truss spans, each approximating 157 ft. in 
length, on a skew of 54 deg. 21 min. The old struc- 
ture, on stone masonry piers, included nine pin-connected 
truss spans, and was designed for a loading equivalent to 
approximately Cooper’s E-48. The new bridge was de- 
signed for an E-70 loading. 

The new bridge was built alongside the old one on 
new concrete piers and abutments, built as extensions 
to the old piers and abutments. Thus, the center line of 
the new structure is 29 ft. downstream from that of the 





Close View of a Section of the Channel Deck, Showing the Fillet Welds 
Holding the Channels Together, and the Plug Welds Securing Them 
to the Stringers 
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Waterproofing the Deck, Following Which Asphalt Brids 
Applied as a Protection Course 


old. The old stone masonry piers rested on timber grill- 
ages, but the extensions, which are of concrete, were 
carried down to solid rock, which was only six to seven 
feet below the river bed. 


Details of Deck Construction 


The spans of the new bridge have two trusses with 
parallel chords spaced 31 ft. center to center. The trusses 
themselves are spaced 18 ft. 6 in. center to center, ex- 
cept in the most southerly span, where they are spaced 
20 ft. 3 in. center to center to permit extending the 
south end approach curve on to the structure. In each 
case, one end of each truss is pin-connected to a fixed 
shoe, while the opposite end rests on a rocker shoe. 
The trusses, all of which are of practically the same 
length, are divided into eight panels, seven approxi- 
mately 20 ft. long, and one about 13% ft. long, the short 
panel being due to the skew of the bridge. 

The floor system is of the usual floor-beam and 
stringer type, with four stringers per panel in the longer 
panels and six stringers in the shorter panels. The deck 
over the floor beams and stringers is made up entirely 
of 10-in., 20-Ib. rolled steel channels, with 27%-in. flanges. 
These members, 17 ft. 1 in. long in the south-end span 
and 15 ft. 4 in. long in all of the other spans, are 
laid crosswise of the deck with their troughs alternately 
up and down, and with adjacent flanges interlocking each 
other. Thus laid, the deck became a succession of high 
and low steel surfaces, with the troughs approximately 
2%-in. deep. 


Deck Largely Shop Fabricated 


While the deck could have been erected channel by 
channel in the field, it was shop-fabricated into sections 
for greater convenience, the different sections generally 
including from seven to nine channels. This resulted in 
three sections to the floor panel. In all of the shop- 
fabricated sections the channels were held rigidly to- 
gether by 34-in. fillet welds, both top and bottom, along 
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the lines of contact between the channel flanges and 
channel webs. These welds were made 2% in. long and 
were spaced on 9-in. centers. 

The shop-fabricated deck sections were set in place by 
a locomotive crane operating on a construction track 
laid directly on the floor system stringers. The seams 
between the adjacent sections were welded together, on 
the top side only, with 3-in. fillet welds 2% in. long on 
4¥4-in. centers. Along both edges of the deck, 5-in. by 
¥4-in. steel drip plates were fillet-welded to the ends of 
the channels, with the top edge of the plate on each side 
extending 7% in. above the top level of the deck to act 
as a retainer for the surfacing material. 

At those floor beams with rigid stringer connections, 
the depending flanges of the channels adjacent to the 
floor beam were cut off and the channel webs were plug- 
welded to the top cover plate of the beam. The break 
in the continuity of the surface over the beams resulting 
from this construction was remedied by placing a flange 
plate over the cover plate of the floor beam, with holes 
punched in it to house the heads of the flange rivets. At 
the expansion joints at floor beams, the construction is 
practically the same as at the fixed joints, except that 
on one side a ¥%-in. slide plate 12 in. wide was provided, 
with a slide bearing on a 3-in. steel filler bolted to the 
floor beam flange. 

Throughout the deck construction where there are only 
four lines of stringers, the webs of all of the deck chan- 
nels in direct contact with the stringers are attached to 
the stringers by 1%4¢-in. plug welds, two such welds 
being provided at the intermediate stringers and one at 
the outside stringers. In the shorter panels where six 
stringers are employed, the channels are attached to 
each stringer by means of one 1%¢-in. plug weld. 

The leveling off of the steel deck was accomplished by 
the use of asphalt-filler blocks laid in asphalt cement in 
the upward-facing troughs. When these blocks were in 
place, a membrane waterproofing was placed over the 
entire deck and was given protection against abrasion 
and the cutting action of the track ballast by a layer of 
mineral-surfaced asphalt bridge planking 1% in. thick 
—" beneath the track area and 1 in. thick along the 
sides. 

The bridge planking, which was received in units 8 
in. wide by 24 in. long, was laid with broken joints in 
a mopping of asphalt, and was thoroughly rolled with 
a hand roller to insure its adherence uniformly to the 
waterproofing surface beneath. Completed in this man- 
ner, the final track, with new 7-in. by 9-in. by 8%4-ft. 
treated standard track ties throughout, was constructed 
over the deck, and was then ballasted with crushed stone 
to a depth of 7 in. beneath the base of the ties. 

In spite of the waterproof character of the deck sur- 
face provided, many parts of the floor system, including 
all of the channel members and drip plates, were rolled 
from steel with a copper content of 0.18 to 0.32 per cent. 
The underside of the deck and the trusses were given a 
shop coat of red lead in linseed oil and two field coats 
of Reading Company No. 4 and No. 6 specification paint. 

The bridge was designed and constructed under the 
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direction of Clark Dillenbeck, chief engineer of the 
Reading, and the steelwork was furnished and erected 
by the Phoenix Bridge Company. The interlocking 
channel deck was fabricated by the Belmont Iron Works. 
Johns-Manville asphalt surfacing materials were used 
on the deck, and were furnished and applied by the Ben- 
jamin Foster Company. 


Pullman Streamline 
Units to Tour Country 


WO two-car, articulated, streamline, light-weight pas- 
| senger units will be operated by the Pullman Com- 
pany on the rear of trains of standard equipment, 
beginning next autumn, to demonstrate high-speed, light- 
weight equipment. These two units, which will be moved 
over the country from one road to another and which will 
enable railroad men to study streamline equipment in 
regular service, are now under construction in the shops 
of the Pullman-Standard Car Manufacturing Company, 
Chicago. The structural frame and outside plates of the 
cars will be light-weight steel alloy, and the interior finish 
and fittings will be of aluminum. The construction will 
be similar to that which has been adopted for the new 
Illinois Central Chicago-St. Louis train now being built 
at the Pullman Car Works. The width of these units 
will be Pullman standard, that is, 9 ft. 1 in. inside, while 
the length wili be 64 ft. between truck centers. This 
does not include the overhang at each end, which in the 
case of the lounge rear of the second car amounts to 11 
ft. 7 in. The cars will be articulated and will have one 
truck under the adjoining ends of the two cars, or three 
trucks in all. 

The head car of the unit is of the “Duplex” type, con- 
taining 15 single bedrooms, 8 of which are “upstairs” and 
the remainder on the floor level, or “downstairs”. These 
will be of regular bedroom type, the transverse bed form- 
ing a sofa by day. Each room will have individual light- 
ing, heating, toilet and will be air-conditioned, the latter 
comfort being an adaptation of the Pullman-Standard 
system. The head car will have a vestibule to co-ordinate 
with that on the rear of the standard sleeper to which it 
will be attached. 

The rear car will contain rooms, a buffet and a lounge, 
the latter extending to the rounded end, first introduced 
in the Pullman-built Union Pacific streamline trains. The 
forward half of the car will accommodate four double bed- 
rooms, one of which will have longitudinal beds, a lower 
and upper. The buffet will serve light refreshments, 
having about the same capacity as that in the “George 
M. Pullman”. The lounge will absorb the remainder of 
the car, practically one-half, and will seat 26 persons. 

The lighting of both cars will be of the most modern 
type, both direct and indirect. The furniture will be de- 
signed for comfort and harmony with the decorative 
treatment of the interiors of the cars. 


One of the Two-Unit Articulated Cars Designed by the Pullman-Standard Car Manufacturing Company 
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Private Ownership, Public Operation 


How “public trust” plan has created transit monopoly under public 
operation in London 
By Dr. G. Lloyd Wilson 


Professor of Transportation and Public Utilities, University of Pennsylvania 


HE recent increased interest in the question of pri- 
7 vate versus public ownership and operation of 

transportation has directed attention to the experi- 
ments that have been undertaken to achieve monopoly 
and public control of transportation enterprises without 
going the whole way to public or government owner- 
ship and operation. Many who abhor the idea of gov- 
ernment ownership and operation because they are op- 
posed to the increased participation of government in 
business, or because they fear partisan political control 
with its attendant changes in policy, inefficiency and the 
spoils system, are inclined to look with favor, or at 
least with less disfavor upon the public trust idea as 
something which is not “as bad as government ownership 
and operation.” There is grave danger of rushing blindly 
and headlong into the acceptance of a radical innovation 
in plans of ownership and operation of utilities unless 
the elements of the plans are understood. After these 
elements are understood a search should be made for 
information bearing upon how well the idea has worked 
out in practice where it has been attempted, and then 
and not until then, is the cautious person in position to 
determine whether or not the idea is better or worse 
than some other idea, or conditions as they are. It is 
the part of discretion and wisdom to be sure that the 
hole to which one goes is really a better one than the 
hole which one is considering leaving, and not merely 
be attracted to the new hole because it does not look so 
unattractive as some other hole. 

A public trust is a type of utility ownership, organi- 
zation and management in which the ownership of the 
properties, in the form of stock and the evidence of 
debt in the form of bonds and notes remain in the hands 
of private citizens as owners or creditors, while the 
properties are organized and managed by governmental 
authority constituted as a separate integral unit, sub- 
ject to public participation and public control. The 
owners of securities in the public trust, if not disen- 
franchised, at least have their voting powers suspended 
until the securities of the public trust are in default for 
a period of time. Briefly, the public trust is a form of 
restricted private ownership under public operation and 
control, provided for by special legislation. 

Of the several experiments in public trusts in the 
United States and in Great Britain perhaps none is so 
important or interesting to American transportation men 
than that of the London Passenger Transport Board, 
embracing transportation facilities some of which were 
formerly privately owned and others of which were 
owned by governmental bodies, which are now combined 
Into a gigantic public transportation trust. 


The London Passenger Transport Board Experiment 


All of the passenger transportation facilities, excepting 
taxicabs, in London and its metropolitan environs, em- 
bracing 2,000 square miles, were taken over on July 1, 
1933, by the London Passenger Transport Board, an 
Innovation in public monopolistic corporate organization 
created by Act of Parliament. Eighty-eight urban and 
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suburban transportation companies, including subway or 
underground railways, tramways or street car companies, 
electric railways and motor bus companies have been 
absorbed into a gigantic transportation combine in order 
to knit the various forms of mass public transportation 
into a single integrated whole. 

The present form of organization is the result of sev- 
eral factors. First among these was the invasion of 
numerous motor bus companies, some of them one or 
two bus operators and some of larger size, as competitors 
to one of the largest motor bus companies in the world— 
the London General Omnibus Company. For a time, 
the independent and L. G. O. C. busses engaged in unre- 
stricted and devastating competition, destructive alike to 
the small and large operators. Another factor in the 
development of the London Passenger Transport Board 
traces back to the London transport workers strike of 
1924. At that time the Minister of Transport appointed 
a court of inquiry to investigate the causes of the stop- 
page of tramway and bus service and to make recom- 
mendations to the Government: This court of inquiry 
found that the critical condition of the tramways had 
been aggravated by the absence of any co-ordinating con- 
trol, and the competition of busses. In its report the 
court stated, in part: “In our view, no satisfactory and 
abiding solution of the difficulties of the tramway under- 
takings can be reached unless the tramway industry is 
considered in relation to the wider problem of passenger 
transport in London. We are also of the opinion that 
the best interests of the public would be served if the 
passenger transport were so regulated that instead of 
being competitive they were complementary. . . . All 
parties expressed the view, with which we concur, that 
without some co-ordinating control of traffic within the 
(London) Metropolitan area, there is little, if any pros- 
pect of improvement in the condition of the industry.” 

Lord Ashfield, who was at that time Chairman of the 
London General Omnibus Company and also Chairman 
of the London Underground Railways, stated in testify- 
ing before the court of inquiry that “a unified system 
of passenger transport could be effected only if powers 
were given to a public authority to exercise control over 
all passenger traffic in the Metropolitan area.” He rec- 
ommended the establishment of fares sufficient only to 
produce revenue to pay operating expenses, to provide 
for depreciation of equipment and to pay a reasonable 
return upon the capital invested. 

As a result of the findings of the court of inquiry the 
London Traffic Act of 1924 was passed by Parliament 
establishing a London and Home Counties Advisory 
Committee on Traffic to regulate and control traffic in 
and near London. The provisions of this Act of Par- 
liament and the work of the Advisory Committee will 
be discussed later. 

A third factor to which the trust may be traced is the 
increasingly pressing problem of vehicular traffic con- 
gestion, particularly in the congested districts of London. 
A fourth factor contributing to the necessity for addi- 
tional remedial legislation which led to the London Pas- 
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senger Transport Board Act of 1933, was the business 
depression, which adversely affected the revenues of the 
passenger carriers and made it impossible for the com- 
panies to meet the claims of the transport workers for 
higher wages which were part of the causes of the strike 
of 1924. The excessive competition following the estab- 
lishment of numerous independent motor bus lines, and 
the shrinkage of revenues due to business recession 
prompted Lord Ashfield to sponsor a bill in Parliament 
to co-ordinate the London underground railways, tram- 
ways, busses and interurban railways, but this bill was 
opposed by the Labor Government then in power in 
Parliament and for several years the two factions fought 
without decisive result:—one to create a monopoly in 
order to conserve the financial integrity of the trans- 
portation properties, and the other to promote a monop- 
oly to protect the interests of the workers and the fare- 
paying public. 

The two factions agreed upon one point: that London 
Metropolitan passenger transportation had become too 
great and too complex a problem to be solved by inter- 
corporate competition. The result of the strife was the 
formulation of a compromise plan bringing the com- 
panies together into a co-ordinated or integrated group 
in which conscious efforts are made to provide for the 
regulation of profits, for the safeguarding of the interest 
of the public in service and fares, for the protection of 
the interests of transport workers, and for the elimina- 
tion of partisan politics from the management of the 
enterprise. 

The bill creating the London Passenger Transport 
Board was drawn up and sponsored in Parliament by 
the Hon. Herbert Morrison who at the time was Min- 
ister of Transport, a leader of the Labor Party. It 
was introduced in Parliament in March 1931, and be- 
came a law April 13, 1933, to become effective July 1 
of the same year. The broad purpose of the London 
Passenger Transport Act, 1933, is indicated by its full 
title: “An Act to provide for the establishment of a 
Passenger Transport Board, to control the London Pas- 
senger Transport Area, which shall comprise portions 
of the London Traffic Area and of the districts adjacent 
thereto, and for the transfer to that Board of various 
transport undertakings and interests; to make other 
provisions with respect to traffic in the said Area; and 
for the purposes connected with the matters aforesaid.” 

The Law comprises 109 sections aggregating 179 
pages, divided into 8 parts. Part I constitutes and con- 
fers upon the London Passenger Transport Board. Part 
II provides for the transfer of the 89 transportation and 
auxiliary companies to the Board and the services, fares 
and charges of the “undertakings” of the Board, includ- 
ing special provisions relating to the amalgamated rail- 
way companies. Part III deals with financial provisions 
of the Act. Parts IV and V amend the London Traffic 
Act of 1924, and the Road Traffic Act of 1930. Parts 
VI and VII govern wages, conditions of service, pro- 
tection of employment and pension rights of transport 
workers employed by the unified companies. Part VIII 
provides for miscellaneous arrangements to apply during 
the period of transition from individual to unified organ- 
izations. 


Composition of the Passenger Transport Board 


The Board created by the London Passenger Trans- 
port Act consists of a chairman and six other members 
appointed by a body of appointing trustees, consisting 
of the chairman of the London County Council, a repre- 
sentative of the London and Home Counties Advisory 
Committee, the chairman of the Committee of London 
Clearing Bankers, the president of the Law Society, and 


April 20, 1935 


the president of the Institute of Chartered Accountants. 
The members of the Board are required by the Act to 
be persons of wide experience and capacity in transpor- 
tation, commercial, financial or public affairs. Two of 
the Board members are required to have had not less 
than 6 years experience in local government within the 
London Transport Area. No member of Parliament, 
however, is eligible for appointment to the Board. The 
term of office is from 3 to 7 years, and members are 
eligible for re-election. The original and present Chair- 
man of the L. P. T. B. is Henry Stanley, the first Lord 
Ashfield, a former Detroit electric railway man. The 
second executive member is Frank Pick, who has been 
associated with Lord Ashfield for many years. The 
other five members of the Board devote only part of 
their time to the work of the Board, but Lord Ashfield 
and Mr. Pick devote their entire time to the manage- 
ment of the properties. 


Co-ordination of Properties 


All of the former independent and unrelated trans- 
portation enterprises were transferred to the Board and 
are now administered as a single entity. The broad 
duties of the Board are to provide adequate and co- 
ordinated passenger transport services in the entire Lon- 
don Passenger Transport Area without wasteful serv- 
ices or destructive competition. 

The passenger fares are provided by the Act to be 
fixed so as to produce sufficient revenues to meet antici- 
pated operating expenses as provided in the Act. Com- 
plaints with respect to fares and charges may be made 
before the Railway Rates Tribunal, the transportation 
regulatory body that has jurisdiction over railways and 
other forms of transport in Great Britain. 

The Board is not permitted to manufacture vehicles 
or rolling stock directly or apply its funds for such pur- 
poses. Existing contracts between the companies ab- 
sorbed into the L. P. T. B. and equipment manufactur- 
ing companies were not taken over by the Board, but 
the latter is authorized to make its own contracts with 
these companies. 

No member of the Board is permitted to own any 
securities of any transport company operating in the 
London Metropolitan Area. The compensation of the 
members of the Board is fixed by the Minister of Trans- 
port. The London Passenger Transport Tribunal was 
created by the Act to consider objections and complaints 
with respect to the agreements between the Board and 
the companies taken over, and also to have jurisdiction 
over labor matters. The Tribunal consists of three Com- 
missioners appointed by the Lord Chancellor. One of 
the Commissioners, the chairman, is required by the Act 
to have legal experience, another member must have 
financial training. Their compensation is fixed by the 
Minister of Transport. The awards of the Tribunal are 
binding, but awards in special cases may be stated sub- 
ject to adjudication by a court of appeals, the decision 
of which is final. 

A standing joint committee of eight members, four 
appointed by the London Passenger Transport Board 
and one each by the railways, is established to secure 
co-ordination with the suburban passenger services ol! 
the four amalgamated British railways; the London, 
Midland & Scottish, the London & Northeastern; the 
Great Western; and the Southern. The joint committee 
was directed by the Act to submit within a year of the 
enactment of the law, to the L. P. T. B. and to each of 
the amalgamated railways a pooling scheme to apply to 
all passenger transportation receipts of the Board com- 
panies and to each of the four railways. The propor- 
tions of the pooled receipts of each company is to be 
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based upon the results of a standard year. The joint 
committee is directed to fix the amount of operating 
allowances to be made to the parties to the pooling ar- 
rangement from time to time, in accordance with cost 
formula. Complaints or disputes with reference to the 
plan are submitted first to the joint committee and, fail- 
ing settlement by this committee, they are referred to 
the Railway Rates Tribunal. 


Financial Arrangements 


A unique feature of the London Passenger Transport 
Board plan is the financial set-up. Securities in the form 
of London Transport Stock were issued by the London 
Passenger Transport Board in exchange for the prop- 
erties transferred to the Board. Several classes of stock 
were issued in exchange for the securities of the con- 
solidated companies graded according to the type of pros- 
perity. The A stock of the Board was issued in ex- 
change for certain priority issues of the absorbed com- 
panies. This type of stock bears interest at the rate of 
either 5 or 4%4 percent. The B stock of the L. P. T. B. 
issued for similar exchange securities pays 5 percent 
interest. The Board’s C stock was issued in exchange 
for the Metropolitan Railway consolidated, Metropolitan 
District Railway common or ordinary stock, Central 
London Railway ordinary, preferred and deferred stocks, 
and certain other stipulated securities. This class of 
Board stock receives 5 percent out of earnings for the 
first two years, 5% percent for another period and 6 
percent afterward. Class A and Class B stocks of the 
Board are “trustee securities,” that is lawful investments 
for trust funds, but Class C stock is not. 

The Minister of Transport, subject to the approval 
of the Treasury, regulates the issuance, transfer and re- 
demption of stock. The Board is authorized in special 
cases to pay cash for properties acquired. 

The London and Home Counties Advisory Committee 
on Traffic, originally created by the London Traffic Act 
of 1924, was. reorganized by the London Passenger 
Transport Act of 1933 to consist of forty members ap- 
pointed by the following organizations: 
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Wages and Working Conditions 


The Act creates three organizations to deal with wage 
and working conditions, problems affecting employees of 
the co-ordinated enterprises. A joint committee, con- 
sisting of six representatives of the London Passenger 
Transport Board and two representatives of each rail- 
way trade union, is charged with the duty of formulating 
plans for the establishment of councils to represent the 
L. P. T. B. and its employees. 

Negotiations between the employer Board and its em- 
ployees are conducted by the negotiating committee which 
consists of six representatives of the L. P. T. B. and 
six employee representatives. The wage adjustments are 
made by a Wages Board composed of a Chairman nomi- 
nated by the Minister of Labor, six representatives of 
the London Passenger Transport Board, six representa- 
tives of employees of the consolidated companies, and 
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four representatives appointed by the General Council 
of Trades Unions and an arbitrator, appointed by the 
Lord Chancellor. The wages board is charged with the 
responsibility of determining questions of the transfer 
of employees from one employment to another, subject 
to the provision of the Act that no employee may be 
transferred to a condition of employment worse in com- 
pensation or position to that he formerly enjoyed. The 
Board may abolish any office or position, but only upon 
payment of compensation for the pecuniary loss suffered. 
The burden of proof to defend such abolitions rests by 
law upon the L. P. T. B. until June 30, 1938. 

Insurance arrangements protecting employees with re- 
spect to employment, retirement, accident and health and 
the labor protective provisions provided in the Railways 
Act of 1921 were continued by the Act of 1933. 

The London Passenger Transport Board is an innova- 
tion in public utility management. It provides a four- 
party working partnership among the public, investors, 
management and government. The workings of this plan 
should be watched not only in Great Britain but in the 
United States and the world over, as a significant experi- 
ment in public utility organization. 


First Year of London Passenger Transport Board 


It is too early yet to appraise accurately the results 
of the working of the public trust idea as applied to 
transportation upon the basis of the London experiment. 
The London Passenger Transport Board now owns 
5312 motor buses operating over 2259 miles of route. 
Its 2518 tramcars operate over 327 route miles. In addi- 
tion to these vehicles there are 459 motor coaches and 
60 trolley buses or “trackless trolleys” under its con- 
trol, and 200 vehicles operating in the area which have 
yet to come under its control. In the year 1933 about 
3,500,000,000 passengers were carried in the various 
co-ordinated transportation facilities in the public trust, 
aside from the 500,000,000 passengers carried within the 
area by the steam railways, and more than a half billion 
vehicle-miles were operated to perform the requisite serv- 
ice. The electric tramways operated by the Board earn 
a little over 4 per cent on the capital invested. 

The present capital investment is £109,000,000 made 
up mostly of preferred stock, issued as stated above for 
the securities of the original companies. Additional traf- 
fic is required in order fully to cover the financial needs 
of the Board. The decline in traffic due to industrial 
depression is said to have been much less severe in the 
London Metropolitan area than in the large cities of the 
United States, and the London traffic is again increasing 
due to the establishment of nearly 9,000 new factories 
in and around Greater London in the past decade, and 
due to an increase in the population of the area of nearly 
three-quarters of a million persons. Every additional 
30,000,000 passengers per year at the average rate of 
1.87 pence, about 4 cents, is equivalent to an increase 
yield of 1 per cent on the class C or ordinary common 
stock of the Board. It is significant that of the 220,- 
000,000 bus miles operated in 1933 nearly 25 per cent 
were operated upon a non-remunerative basis. The Lon- 
don Passenger Transport Board pays to the govern- 
mental agencies about £2,500,000 a year in taxes, which 
amounts to about 10 per cent of the gross revenues from 
operation. 

In the series of studies of the London transport situa- 
tion presented before the London School of Economics 
in April, 1934, by Lord Ashfield and Frank Pick, chair- 
man and vice-chairman respectively, it was stated that 
“the policy of the Board would not be rigid but elastic 
and variable to meet the changing transportation needs 
of the metropolitan area served. It was stated also by 
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these authorities that the elimination of competition 
among the transportation enterprises embraced within 
the Board has been more nominal than real. Competi- 
tion is rampant between one section and another within 
the Board, and between the tramways and trolley-buses. 
It is urged that the competitive situation has tended to 
keep up operating efficiency. 

One of the interesting sidelights in the first year of 
the Board is the active and vocal interest in criticism 
of the service. More than 4,000 letters a month are 
received of which an average of 120 a month come 
from public officials or bodies representing public 
opinion. Whether this expressed interest and criticism 
is a healthful indication of constructive co-operation or 
of destructive hindrance is impossible to determine at 
this time and from this distance. 

Regardless of one’s attitude toward the public trust 
plan of ownership and operation, the London experi- 
ment is significant to American students of transporta- 
tion. It is an idea to be dealt with carefully and not one 
to be hailed without adequate study as a plan which to 
some appears to be more attractive than government 
ownership and operation. Certainly it should not be 
seriously considered unless it should become evident that 
it really offers advantages not to be found in private 
ownership and operation under public regulation. 


Barco Develops 
Gasoline Tie Tamper 


GASOLINE-POWERED tie tamper in which 
A each tamper represents an entirely self-contained 

unit has been placed on the market by the Barco 
Manufacturing Company, Chicago. This unit, which 
is known as the Barco Gasoline Tytamper, is of con- 
ventional shape with two hand grips. The tamping bar 
is actuated by the free floating steel piston of an air- 





The Barco Gasoline Tytamper 


cooled, two-cycle, single-cylinder gasoline engine, which 
delivers about 1500 blows per minute. The ignition 
current is supplied by a nine-volt dry battery and a coil 
which are contained in a separate metal box. The engine 
uses low-test gasoline, and lubrication is provided by 
mixing oil with the gasoline. The fuel tank forms an 
integral part of the tamper. 

The engine of the tamper is started by turning on 
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the ignition switch and pushing down on the starting 
plunger provided at the top of the tamper. When the 
piston travels upward, a vacuum is created which causes 
a suction in the manifold. This, in turn, causes the 
lifting of the mixture valve in the body of the car- 
buretor, allowing a charge of gasoline and air to enter 
the lower compression chamber. During the downward 
stroke of the piston the gas in the compression chamber 
is transferred to the combustion chamber through gas 
passage holes in the piston. Proper timing of the 
ignition is effected by the action of a piston cam. When 
these tampers are operated in units of four, the battery 
boxes may be carried on a light-weight track dolly. 


Freight Car Loading 


EVENUE freight car loading in the week ended 
be April 6 totalled 545,627 cars, a decrease of 71,858 

cars as compared with the week before and of 
13,443 cars as compared with the corresponding week 
of last year. This was an increase of 53,566 cars as com- 
pared with 1933. The decrease was almost entirely due 
to the reduction in coal loading, on account of the April 
1 holiday in the mining regions. Loading of ore and 
forest products showed slight increases as compared 
with last year. The summary, as compiled by the Car 
Service Division of the Association of American Rail- 
roads, follows: 


Revenue Freight Car Loading 
For Week Ended Saturday, April 6 

















Districts 1935 1934 1933 
BI rao ore: on dh pera RO Wier ew SNE ROA eS 130,966 131,023 110,547 
I,  Uhieacniacd w eaie we Ceo Ran CER ERS 106,439 111,062 89,566 
EE, ca paiain meen een eines 29,927 37,608 32,636 
re ong atiiara sees eee Ges WAC 84.964 90,180 81,483 
EN, aos See sibrsis’e crs eisicig- se eees 67,158 64,645 55,960 
ee re ere 81,418 78,651 75,904 
SII 156.0 cre ws a dretedieaka Horeieeeae 44,755 45,901 45,965 
Total Western Districts.............. 193,331 189,197 177,829 
ee ee ener 545,627 559,070 492,061 

Commodities 
Grain and Grain Products............. 25,615 25,921 33,212 
NE CE a5 o ab a eeee ee eke deme eais 12,388 13,050 15,343 
ED gle iccaiaiaidw ere dvereaoid aah oaacbe cp eee 69,323 89,826 82,482 
I a a al od ar ack lps Givers en aS 5,438 5,937 3,484 
eS OO eee ee eee 24,312 23,595 16,784 
NN gre iie. 5.5 cra sw ahs ccelcieel dates alee 5,273 5,089 1,788 
Oe Sey ree 163,285 167,094 160,895 
IN a ed iy Wasa ahg wie erennien 239,993 228,558 178,073 
I ic oer alors tridia er react areas canaries OCS 545,627 559,070 492,061 
EE SE Sauna Gr al'svG aes “etetincs ate amine een oun’ 617,485 610,190 498,356 
MND cc Gi. so Giang panei @ bark ek aréted 607,780 610,036 479,959 
NEF 5 raves ia boy Sonar ese aS rane 597,432 627,549 453,637 
DE eanccdeea nee Rawal wenn 587,270 614,120 441,361 

Cumulative Total, 14 Weeks......... 8,056,308 8,124,238 6,741,356 


Car Loading in Canada 


Car loadings in Canada for the week ended April 6 
showed an increase from the total of 43,019 in the pre- 
vious week and 40,711 cars for last year to 44,173, ac- 
cording to the compilation of the Dominion Bureau of 
Statistics. 


Total Total Cars 
Cars Rec’d from 
Loaded Connections 
Total for Canada: 
EE oR ee ere 44,173 23,920 
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Senate Passes Motor Carrier Bill 


Measure to regulate highway traffic arouses little controversy — 
Waterway bill also to be considered 


ISPLAYING an unexpected burst of speed and 
D lack of controversy on a measure that had been 

expected to arouse considerable opposition, the 
Senate on Tuesday, April 16, passed the Eastman motor 
carrier bill, S: 1629, without a record vote, after only 
a short debate begun the day before. The bill was then 
referred to the House committee on interstate and 
foreign commerce, which had referred it to a sub-com- 
mittee while the committee itself was having long hear- 
ings on the utility holding company bill; it is now ex- 
pected to take it up promptly and put it through the 
House at an early date. 

The bill had been formally reported to the Senate on 
April 12 by Chairman Wheeler of the committee on 
interstate commerce, with a large number of detail 
amendments worked out in conference with Co-ordinator 
Eastman, and discussion of the bill was begun in the 
Senate on Monday with an explanation of the bill and 
its purposes by Senator Wheeler. The various com- 
mittee amendments were then adopted and the bill was 
passed on Tuesday within a few minutes and without a 
single speech in opposition, although not until Senator 
Gore, of Oklahoma, had succeeded in having eliminated 
from the declaration of policy the provision for Inter- 
state Commerce Commission jurisdiction over intrastate 
rates where state regulation causes undue or unreasonable 
disadvantage or prejudice to persons or localities in 
interstate commerce. Senator Duffy, of Wisconsin, was 
unsuccessful in his effort to insert an amendment urged 
by the state commissioners’ association intended to elim- 
inate the “Shreveport doctrine”. 


Biggest Hurdle, Says Eastman 


Following passage of the bill Co-ordinator Eastman 
told newspaper men that it indicated that the biggest 
hurdle had been taken and that he was hopeful that a 
rather substantial part of his legislative program would 
be put through. 

Until recently there had been a general impression in 
Washington that the program of transportation legis- 
lation was making little progress and the Senate and 
House leaders had displayed little interest in the subject 
or had expressed the opinion that it would have to be 
postponed. However, after the President returned from 
his Florida vacation trip and after the passage of his 
work-relief resolution which had been before Congress 
since the opening of the session, a change in the atmos- 
phere became apparent. 

President Roosevelt is understood to have conveyed 
to the Congressional leaders his desire for action on the 
entire program he had outlined, including his recom- 
mendation for co-ordinated transportation legislation, 
although he had not publicly amplified his general state- 
ment on that subject or said anything further about his 
promised transportation message. 

There has been no announcement regarding the in- 
tention of the Congressional committees on the bill to 
reorganize the Interstate Commerce Commission and to 
create a permanent Co-ordinator of Transportation. 
Meanwhile much of the opposition to the motor carrier 
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bill had disappeared and the principal organization rep- 
resenting the trucking industry had come to its support, 
while members of Congress have been receiving heavy 
mail from back home on the subject. Senator Robinson, 
Democratic leader, who had recently predicted postpone- 
ment of the legislation, was one of its active supporters, 
telling the Senate that it was a “very important bill.” 

In the House on Monday Speaker Byrns took the floor 
to make a speech to urge greater efforts to speed up the 
legislative program, listing as one of the important sub- 
jects that of transportation regulation. 


Water Carrier Bill To Be Reconsidered 


New prospects for consideration of the Eastman 
water-carrier bill, S. 1632, have also appeared, although 
the situation is still somewhat indefinite, possibly de- 
pending on the action on the motor carrier bill. On the 
same day that the Senate took up the truck bill there 
was also introduced in the House and the Senate a bill 
to carry out the President’s recommendations for pro- 
viding a new plan of ship subsidies for the aid of the 
American ocean-going merchant marine, which included 
provisions intended as a substitute for part of the East- 
man bill. The latter had been opposed by the Senate 
commerce committee, which objected particularly to the 
provisions transferring the regulatory functions of the 
Shipping Board Bureau to the Interstate Commerce 
Commission and giving the latter jurisdiction over ocean 
transportation. 

The new bill introduced by Chairman Copeland of the 
Senate commerce committee and Chairman Bland of the 
House merchant marine committee would transfer the 
regulation of ocean transportation to a new United States 
Maritime Authority, but includes no provision for regu- 
lation of inland waterway transportation. Senator 
Wheeler, who had previously announced an indefinite 
postponement by his committee of consideration of the 
Eastman bill, at the request of Senator Copeland’s com- 
mittee, later indicated that it would be reconsidered and 
said he was hopeful of action upon it before the session 
closes. 

This latter was regarded as afford'ng an opportunity 
for a possible revision of the Eastman bill to cover only 
transportation on the Great Lakes and on inland canals 
and improved rivers. However, many of the companies 
operating through the Panama canal have been urging 
passage of the Eastman bill and the Copeland-Bland bill 
is in conflict with the expressed desire of the President 
to co-ordinate transportation regulation through a single 
commission. 

The Copeland-Bland bill also provides for the creation 
of a Joint Transportation Board, to be composed of the 
Secretary of Commerce, two representatives of the Mari- 
time Authority and two of the Interstate Commerce 
Commission, to make such recommendations to the 
authority and the commission pertaining to the inter- 
relation of rail and water traffic as in its opinion will 
further the purpose and policy declared in the proposed 
act. The bill would declare it to be the purpose of 
Congress to “foster and preserve” both rail and water 
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transportation, and the authority and the commission 
would be directed to co-operate to that end. 

Another of the Eastman bills was also brought for- 
ward on April 15 when the House judiciary committee 
began hearings on H. R. 6249, to amend the railroad 
bankruptcy law to facilitate railroad reorganizations. 

Senator Wheeler also introduced as S. 2573 his long- 
promised bill proposing a plan for government acquisi- 
tion of the railroads by January 1, 1936. He has indi- 
cated that he does not expect action on the bill at this 
session, but has said he is convinced that the government 
is going to have to take over the railroads sooner or later. 

During the debate Senator Wheeler said he had 
promised both the water carriers, if the water carrier bill 
should pass, and likewise the truck and bus operators, 
that he would try to have passed a bill in accordance with 
the recommendations of Co-ordinator Eastman for the 
creation of separate divisions in the commission. There 
is, however, rather strong opposition to such a course 
in the House committee. 


Senate Committee Report 


The report from the Senate committee on the motor 
carrier bill included the following: 


The bill provides for the regulation by the Interstate Commerce 
Commission of all agencies engaged in for-hire motor transpor- 
tation. The regulation provided for contract carriers is less ex- 
tensive than that proposed for common carriers. With respect 
to both types the regulation is adapted to the special character- 
istics of their respective operations and is carried no further than 
is necessary in the interest of the public and of the carriers. No 
regulation is proposed for private carriers except that an amend- 
ment adopted in committee authorizes the commission to regulate 
the “qualifications and maximum hours of service of employees 
and safety of operation and equipment” of private carriers of 
property by motor vehicle in the event that the commission deter- 
mines there is need for such regulation. Other amendments 
adopted by the committee confer like authority upon the com- 
mission with respect to common and contract carriers. The bill 
as originally introduced provided in Section 325 for an investiga- 
tion and report upon the need for federal regulation of the quali- 
fications and maximum hours of service of employees of motor 
carriers of all classes. Such an investigation is still authorized 
(Sec. 225), but if the commission determines after investigation 
that there is need for such regulation, it may impose reasonable 
requirements without further legislation. 

The interstate commerce act which the commission administers 
now applies to steam railroads, electric railways, express com- 
panies, sleeping-car companies, pipe lines, and steamship lines 
controlled by railroads, and to the joint operations of rail and 
water lines. Highway motor carriers are not subject to any 
federal regulation of the kind proposed in this bill. 

In recent years there has been an extraordinary growth of 
highway transportation. Motor carriers for hire penetrate every- 
where and are engaged in intensive competition with each other 
and with railroads and water carriers. This competition has been 
carried to an extreme which tends to undermine the financial 
stability of the carriers and jeopardizes the maintenance of trans- 
portation facilities and service appropriate to the needs of com- 
merce and required in the public interest. The present chaotic 
transportation conditions are not satisfactory to investors, labor, 
shippers or the carriers themselves. The competitive struggle is 
to a large extent unequal and unfair, inasmuch as the railroads 
are comprehensively regulated, the water carriers are regulated 
in lesser degree, and the interstate motor carriers are scarcely 
regulated at all. 

The need for federal regulation of motor transportation of some 
kind has been apparent for several years, and each session of 
Congress since 1926 has had before it proposals for motor-carrier 
legislation. The most important difficulty in the way of legisla- 
tion has been the absence of comprehensive data concerning the 
industry and the lack of specific information with respect to the 
details of regulation required in the public interest. Since 1926 
there have been two investigations by the Interstate Commerce 
Commission, and the Federal Co-ordinator of Transportation has 
completed a more recent, comprehensive and thorough study. 
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Hearings were held on the bill, and the printed record of these 
hearings consists of 607 pages of testimony and statements. At 
the hearings upon the bill it was pointed out that when the earlier 
proposals for motor-carrier regulation were submitted there 
existed a wide divergence of views as to the proper type of 
regulation, but that in the last several sessions of Congress the 
main features of the legislation proposed have not varied to any 
marked degree. 

Federal regulation of motor carriers engaged in interstate or 
foreign commerce has the support of the Co-ordinator, the Inter- 
state Commerce Commission, the state commissions, the bus in- 
dustry, a large part of the shippers and of the trucking concerns. 
The views of the several bodies and groups mentioned were fully 
developed at the hearings, and the committee also received and 
has on file a large number of letters, telegrams and statements 
in support of the bill. 

Regulation of motor carriers is in effect in nearly all of the 
states, growing from relatively minor beginnings until it now 
embraces common carriers of passengers in 47 states and the 
District of Columbia, common carriers of property in 42 states 
and the District of Columbia, contract carriers of property in 31 
states, and private carriers of property in eight states. The state 
regulatory commissions are strongly urging Congress to enact 
federal regulation to “stop the gaps” in state regulation and to 
enable them more effectively to regulate intrastate transportation. 
The practically unrestrained use of state highways by interstate 
motor carriers has long been a serious handicap to the successful 
administration of state regulatory laws. Carriers for hire, of all 
types, generally concede the need for public regulation in some 
form. They want some restraining hand. The motor-carrier 
industry has had a loose form of federal regulation for more than 
a year under the operation of National Recovery Administration 
codes approved by the President, but these codes are admittedly 
inadequate to bring about necessary reforms. The railroads seek 
relaxation of their regulation, but mainly because their competi- 
tors are unregulated. They concede the necessity in their own 
interest and in that of the public for preserving in essence the 
present federal regulation of that industry. 

This bill is a part of a complete and co-ordinated program of 
legislation touching all forms of transportation recommended by 
the Federal Co-ordinator of Transportation. The ultimate ob- 
jective of the entire program is a system of co-ordinated trans- 
portation for the nation which will supply the most efficient means 
of transport and furnish service as cheaply as is consistent with 
fair treatment of labor and with earnings which will support 
adequate credit and the ability to expand as need develops and 
to take advantage of all improvements in the art. All parts of 
such a system of transportation should be in the hands of reliable 
and responsible operators whose charges for service will be 
known, dependable and reasonable, and free from unjust discrimi- 
nation. This bill proposes to bring about such conditions among 
the interstate motor carriers, the only ones now almost wholly 
unregulated by federal authority. 


The legislative committee of the American Trucking 
Associations, Inc., had announced that the association 
was definitely in favor of the Eastman motor-carrier bill, 
as amended, but only if the bill providing for reorganiza- 
tion of the Interstate Commerce Commission with a 
separate division for highway transportation is also 
enacted. 

The code authority of the trucking industry had been 
very anxious to have the bill give it recognition. This 
was not done, because of the possibility of the expiration 
of the NRA in June but the declaration of policy at the 
beginning of the bill states as one of the purposes to “co- 
operate with any organization of motor carriers.” There 
is also a provision that the provisions of any code of fair 
competition approved pursuant to the national industrial 
recovery act shall have no force or effect which is in 
conflict or inconsistent with any action taken under the 
provisions of the motor carrier act. 

The bill would authorize a carrier by railroad, express, 
or water to consolidate or merge with or acquire control 
of any motor carrier or to purchase, lease or contract to 
operate its properties upon approval by the Interstate 
Commerce Commission and a finding that the transaction 
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proposed will be in the public interest and will not un- 
duly restrain competition. 

The bill makes it the duty of the Interstate Commerce 
Commission : 


“To regulate common carriers by motor vehicle as 
provided in this part, and to that end the commission 
may establish reasonable requirements with respect to 
continuous and adequate service, transportation of bag- 
gage and express, uniform systems of accounts, records, 
and reports, preservation of records, qualifications and 
maximum hours of service of employees, and safety of 
operation and equipment. 

“To regulate contract carriers by motor vehicle as 
provided in this part, and to that ‘end the commission 
may establish reasonable requirements with respect to 
uniform systems of accounts, records, and _ reports, 
preservation of records, qualifications and maximum 
hours of service of employees, and safety of operation 
and equipment. 

“To establish for private carriers of property by motor 
vehicle, if need therefor is found, reasonable require- 
ments with respect to the qualifications and maximum 
hours of service of employees, and safety of operation 
and equipment. 

“To regulate brokers as provided in this part, and 
to that end the commission may establish reasonable 
requirements with respect to licensing, financial re- 
sponsibility, accounts, records, reports, operations, and 
practices of any such person or persons.” 


The commission is authorized to investigate and report 
on the need for federal regulation of the sizes and weight 
of motor vehicles and combinations of motor vehicles 
and of the qualifications and maximum hours of serv- 
ice of employees of all motor carriers and private car- 
riers and to avail itself in such investigation of the 
assistance of all departments or bureaus of the govern- 
ment and of any organization of motor carriers having 
special knowledge of any such matter. 

Provision is made, as in previous bills, for joint boards 
of state commissioners to assist the federal commission 
in the administration of the act, and for the issuance of 
certificates, permits, and brokerage licenses. 

In the exercise of its power to prescribe just and 
reasonable rates for transportation by motor vehicle, the 
commission is directed to “give due consideration, among 
other factors, to the inherent advantages of transporta- 
tion by such carriers; to the effect of rates upon the 
movement of traffic by such carriers; to the need, in 
the public interest, of adequate and efficient transporta- 
tion service by such carriers at the lowest cost con- 
sistent with the furnishing of such service; and to the 
need of revenues sufficient to enable such carriers, under 
honest, economical, and efficient management, to provide 
such service.” In prescribing minimum charges for 
contract carriers the commission is directed to “give no 
advantage or preference to any such carrier in compe- 
tition with any common carrier by motor vehicle sub- 
ject to this part, which the commission may find to be 
undue or inconsistent with the public interest and the 
policy declared in said section, and the commission shall 
give due consideration to the cost of services rendered 
by such carriers and to the effect of such minimum 
charge, or of such rules, regulations, or practices, upon 
the movement of traffic by such carriers.” The con- 
tract carriers are required to publish and file schedules 
of minimum charges. 

The general paragraph prohibiting discriminations in 
tates is “not to be construed to apply to discriminations, 
prejudice, or disadvantage to the traffic of any other 
carrier of whatever description.” 
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Report Reviews 


Rail Failures in 1933 


AILS rolled in 1928, according to a report* pre- 
Ie pared by W. C. Barnes, engineer of tests, A.R.E.A. 
Committee on Rail, have developed 76.4 failures 
per 100 track miles in the five years ending with De- 
cember 31, 1933. This record represents a decrease of 





Table I—Cumulative Rail Failures Per 100 Track Miles—Al! Mills 


Years Service 


Year rolled 1 2 3 4 
1908 8 
1909 224.1 77.8 
1910 124.0 152.7 98.5 
1911 77.0 104.4 133.3 176.3 
1912 28.9 32.1 49.3 78.9 107.1 
1913 12.5 25.8 44.8 69.5 91.9 
1914 8.2 19.8 32.9 50.9 74.0 
1915 8.9 19.0 34.2 53.0 82.4 
1916 11.8 29.2 47.7 70.6 105.4 
1917 21.6 38.9 66.0 110.5 137.( 
1918 8.9 27.6 54.0 92.8 125.4 
1919 14.8 39.4 73.7 104.8 115.7 
1920 14.2 32.4 63.1 84.5 119.6 
1921 10.9 34.9 56.9 70.9 98.9 
1922 15.9 34.8 55.2 80.4 110.0 
1923 14.3 33.2 57.6 86.0 114.1 
1924 14.0 33.4 58.3 82.0 110.7 
1925 15.5 36.6 58.3 76.6 10.7 
1926 17,1 41.2 64.6 102.6 131 
1927 18.4 37.7 69.5 94.6 112.4 
1928 11.0 28.0 45.8 57.4 76.4 
1929 14.1 36.8 55.9 82.7 
1930 7.8 12.8 22.4 
1931 9.1 19.7 
1932 4.5 





36 failures per 100 miles, compared with the five-year 
record of the rails rolled in 1927. This failure record 
for the 1928 rail is the lowest that has been recorded 
since these rail failure statistics have been presented, 
with the single exception of a rate of 74 failures reported 
for the rollings of 1914. This is shown clearly in Fi ig. I, 
while the complete record for each year for the first 


* Presented at the soerentean of the American Railway Engineering 
Association on March 1 
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five years of service of rails of every rolling from 1908 
to 1932, inclusive, are shown in Table I. 

According to data from the same source, the number 
of transverse fissure failures that occurred in 1933 (on 
the railroads that report such failures to the Committee 
on Rail), was 9,124, which figure is 2,070 greater than 
that for 1932. This is illustrated in Fig. 2 which shows 
not only the increase in the number of fissure failures 
since 1919, save for slight decreases in 1924 and 1932, 
but shows also how the detection of the fissures since 
1928 is decreasing the number of fissure failures occur- 
ring in service. 

The fissure failures that have occurred in the first 
year’s service of each rolling since 1925 are as follows: 


Number of failures 
occurring in the 
first year of 


Year rolled service 
ob vk a Suid ba 535 bck Gaerne akewene 29 
i Sik eabainind-d4 4 aaah nee hae ae ca eee ae 50 
DE Wide cdi anc haucdiewecee yee wanwmaee nak ee Oe 114 
Dt SA0eRete eden ndeakanbedh ne deta ensadweWedaeeee 58 
SE iced g Bua ma haiu dew as Oe Nae eine Re Re 106 
DE diteeedeaedentheeewecnedneebadankaneenecewen 33 
DE eh haga Rakehe we 0020 e BON bees + Hee om eateNe ce eh@es 32 
BE de theht heh ceie ec ateadud he Meeks weeees 3 
DEE hick ith Spree eng Oi hew bees Sos eeeeme ode meee 0 


The statistics on transverse fissures constitute a cumu- 
lative record of 74,405 failures which have been reported 
up to and including December 31, 1933. They include 
all fissured rails reported, whether located by actual 
breakage in track or detected before breakage by in- 
spection or test. The figures given, however, do not 
represent all transverse fissure failures that have oc- 
curred for the reason that while the records on some 
roads have been cumulative for over 20 years, those 
on other roads are of more recent origin and some roads 
do not yet report such failures at all. Compound fissures 
and horizontal split heads (horizontal fissures) are not 
included. 


Senator Wheeler's 


Government Ownership Bill 


(Continued from page 604) 


they will have to be renewed for years to come under 
present conditions. The trouble with this sort of program 
is that the same men who brought the roads to their 
present distress are still in the saddle and the govern- 
ment loans are merely keeping them there. 

“Railroad managements still feel that somehow some- 
thing miraculous that they call recovery is going to 
blossom out some fine morning, that we will hit a bigger 
and bigger 1929 boom. They seem to feel that on the 
dawn of this longed for day they will be able to shake 
off their burden of debt like a dog would water. I 
suppose that I am a hopeless realist, but this sounds to 
me like the sort of thing that you read in a prospectus 
of goldmining stocks. The cards are all stacked against 
it and the sooner we quit temporizing with the problem 
by lending government money and allowing increases in 
rates the better off will be not only the public, labor and 
the people who sell to the roads, but the very railroads 
themselves. 


Tue PENNSYLVANIA during 1934 increased its expenditures 
for maintenance of way and equipment by $7,200,000, or 8 per 
cent over 1933. The additional expenditures consisted of $4,000,- 
000 for maintenance of way and structures and $3,200,000 for 
maintenance of equipment. They brought the total outlay for 
rraintenance last year to $96,600,000. 
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New Books... 


Handbook of Industrial Fabrics—By George B. Haven, Massa- 
chusetts Institute of Technology. Published by Wellington 
Sears Company, New York. 538 pages, 5% in. by 8 in., illus- 
trated. Bound in leather. Price, $2. 

A large amount of condensed data have been assembled in this 

book of six chapters and 52 tables. The book takes up raw 

materials, manufacturing processes and uses of various cotton 
and mechanical fabrics. Other sections cover specifications, lab- 
oratory practices; definitions, a bibliography and a complete index. 


Erléuterungen zu den Vorschriften fur geschweitste Stahlbauten 
(Treatise on Welded Steel Structures) by O. Kommerell, 
technical director of construction and operation, German 
Reichsbahn, 100 pages, 534 in. by 8% in. Bound in paper. 
Published by Wilhelm Ernst & Sohn, Berlin, Germany. Price 
3.8 Reichsmarks. 

This is the fourth edition of a German text book on the mathe- 

matics and practice of structural welding that appeared first in 

1930. Briefly, the book comprises an analysis of the fillet weld 

as used in making structural connections, its properties both in 

shear and tension based on test data, and its application in 
various types of structural connections. The present edition 
has been revised in conformity with the advance in the art and 
enlarged to include a larger number of examples of practical 
applications of the methods of designing welded connections. 


The Formation of Capital, by Harold G. Moulton. 207 pages, 
8 in. by 5 in. Illustrated with charts. Bound in cloth, Pub- 
lished by the Brookings Institution, Washington. Price, $2.50. 

This is the third volume of the Brookings Institution’s series of 
four studies dealing with the distribution of wealth and income 
in relation to economic progress. The first volume—America’s 
Capacity to Produce—was reviewed in the Railway Age of Sep- 
tember 22, 1934, and the second—America’s Capacity to Consume 
—in the Railway Age of October 6, 1934. These, to quote from 
the present volume’s epitomization of them, “revealed, on the 
one hand, a persistent failure to make full use of our produc- 
tive resources, and, on the other, a chronic state of under-con- 
sumption on the part of the great masses of the people.” Having 
found further that “The uneven distribution of income has an 
important bearing on the problem” since “an increasing propor- 
tion of the national income tends to be saved rather than spent 
for consumptive purposes,” the author sets up for this third 
stage the task of “inquiring whether the result is to accelerate 
or retard the growth of capital.” 

This inquiry, admittedly “of a somewhat involved character,” 
deals in turn with: The nature and significance of capital; the 
flow of money income; the “economic dilemma” arising from 
the necessity of curtailing consumptive expenditures in order to 
save money while increasing such expenditures if there is to be 
a profitable expansion of capital goods; the relation of consump- 
tion to capital formation; a discussion of whether consumption 
or capital leads in recovery; the role of commercial banks in 
capital formation; the formation of public capital; and the mal- 
adjustment between savings and consumption. 

Each of the foregoing is given comprehensive treatment while 
a final chapter restates in concise form the fundamental ele- 
ments of the analysis and the primary conclusions. Among the 
latter are: (1) The bulk of our capital is created in periods of 
general economic expansion with no extensive diversion of 
labor and materials from consumption goods industries; (2) 
when the output of both consumption and capital goods is being 
increased there is an expanding flow of funds through both 
consumptive and investment channels—a situation made possible 
by the expansive quality of our commercial banking credit sys- 
tem; (3) the growth of capital is directly related to the demand 
for consumptive goods. 

While the analysis closes with an observation that “The prim- 
ary need at this stage in our economic history is a larger flow 
of funds through consumptive channels rather than more abund- 
ant savings,” any attempt to say “What to do about it” is left 
for the series’ final volume—Income and Economic Progress— 
which is yet to appear and which will “bring together the va- 
rious segments of the investigation for purposes of integration 
and interpretation with a view to indicating ways and means of 
bringing about a more effectively functioning economic system.” 
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Odds and Ends... 


Brothers 


At the Chicago Union station the other day, George L. Pow, 
soliciting freight agent for the Canadian Pacific at Saskatoon, 
Sask., greeted his brother, Harry R. Pow, of Chicago. This 
was the first time the brothers had met in 25 years, the cares 
of business having kept them apart all that time. 


Old Locomotive Honored 


The apartment building in Chicago, known as 999 Lake Shore 
drive, is not, as might be supposed, situated at 999 Lake Shore 
drive. Its correct number is 239, but it was named 999 in honor 
of the New York Central locomotive 999 which made a famous 
high-speed run years ago. 


Streamlined Trains for Soldiers 


Of interest to railroaders is the fact that streamlined trains 
will play their part in the present boundary dispute between 
Italy and Ethiopia. The Italian government, in recent months, . 
shipped several new streamlined trains to its African colony, 
Somaliland, for use largely in rapid and flexible troop move- 
ments. 


Coin Collector 


John Shoenborn, ticket agent for the Missouri-Kansas-Texas 
at Parsons, Kan., has the largest and most valuable coin col- 
lection in the Southwest. Shoenborn began his collection when 
he made a trip around the world in the U. S. Navy, and has 
added to it materially since by the exchange of coins from the 
million or more dollars that have passed through his hands as 
ticket agent for 17 years. 


Train Caller’s Nightmare 


We challenge the world to produce anything to beat the names 
of six stations on the Great Western of England, all within a 
few miles of each other in Wales. Here they are: 


Blaenau festiniog Trawsfynydd 
Tanymanod Cwmprysor 
Maentwrog Pwllheli 


Press Praise for Railway Publicity 
Program and Its Author 


When newspapers take occasion to praise editorially a man 
whose job it is to publicize a business undertaking, that is news 
indeed, incomparably more rare than the occasional man who 
bites the dog. Yet that is the distinction bestowed recently upon 
Walter Thompson, director of publicity of the Canadian Na- 
tional, by two of the leading Toronto newspapers—the Globe 
and the Mail and Empire. 

“A reminder of how far we have travelled from the days of 
the ‘press agent,’” says the Globe editorial in part, “comes to us 
in the reading of the statement that Mr. Walter S. Thompson, 
at the week-end, passed the twenty-one-year mark in railway 
publicity work. 

“Mr. Thompson, after wide experience in the newspaper field, 
became chief of the press bureau of the Grand Trunk Railway 
in 1914. On the absorption of the Grand Trunk by the Can- 
adian National Railways, eight years later, he was appointed 
director of publicity of the people’s lines. 

“Mr. Thompson in this period has kept abreast of current 
trends, and has given his own share of leadership in the de- 
velopment of new publicity technique to meet the changing needs. 
It is not that he accepted such concepts as ‘public relations 
counsel’ in the service of large corporations. For Mr. Thompson 
had no mysterious duties to perform nor any occasion to adopt 
an air of secrecy. 

“As director of publicity, to be sure, he had to shoulder a 
burden of responsibility unknown to the happy-go-lucky ‘press 
agent’ of an earlier generation. The idea of working into the 
columns of the press, by hook or crook, notices favorable to the 
employing railway had been outmoded. It has been Mr. Thomp- 
son’s task, rather, to sift and clarify the facts about the opera- 


tion of the vast network of the transcontinental system, and 
provide the public not with ‘colored’ reading-notices, but with 
authentic information in easily understandable form.” 


The First Stone 


The first stone of the Baltimore & Ohio, which was placed 
on the outskirts of Baltimore, Md., on July 4, 1828, to mark 
the beginning of construction, was set up March 11 in the first 
floor of the company’s general office building in Baltimore. Un- 
til shipped to Chicago in 1933, before the opening of A Century 
of Progress, this famous stone had remained in the spot selected 
for it in 1828. Millions saw the first stone both years of the 
World’s Fair, but because future erosions of time might oblite- 
rate the inscription and in order that visitors to the Baltimore & 
Ohio building may view it, the railroad’s management decided 
not to return it to its century-old repository, but mark that spot 
with a tablet. 

In a glass-enclosed crypt in the marble wall above the stone 
are enclosed the original implements presented to Charles Car- 


roll of Carrollton, then the last surviving signer of the Declara- 




















The B. & O. First Stone in Place in the General O 


Baltimore 
tion of Independence, at the ceremony of the laying of the stone 
in 1828—the spade, trowel and hammer, and a tin cup made on 
the tin plate workers’ float in the parade that preceded the cere- 
mony. With the spade Charles Carroll of Carrollton dug the 
first spadeful of earth for the placing of the stone. A _ brick- 
layer’s apron and badges worn by some of the marchers in the 
1828 parade, commemorative of the occasion, are also in this 
case. Still within the stone repose a copy of the railroad’s 
charter of February 28, 1827, newspapers of the day, and a scroll 
relating the story of the road’s beginning. In a copper box 
beneath the stone a number of articles of historical importance 
have been placed, including a photostat copy of the charter of 


the company; a printed 375-page form containing a list of of- 
ficers, stations, equipment, etc.; a 1933 annual repor 3 
B. & O.; a set of the two-volume history of the company: 
ics of the Fair of the Iron Horse celebration of 1927 and of the 
B. & O. exhibit at the Chicago World Fair of 1933-1934 
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House Committee Hearings 


on Rail Reorganization Bill 


Co-ordinator Eastman and counsel, 
Leslie Craven, offer testimony 
in support of measure 


Hearings were begun on April 15 before 
the House judiciary committee on H. R. 
249, the bill recommended by Co-ordina- 
tor Eastman to amend Section 77 of the 
bankruptcy act relating to railroad reor- 
ganizations. Mr. Eastman and Leslie 
Craven, his counsel, testified in support of 
the bill, saying that Section 77 had re- 
sulted in some improvement, but that ex- 
perience in the last two years had demon- 
strated defects which need to be corrected 
to enable the movement toward reorgani- 
zation to “get off the dead center.” Mr. 
Eastman said that perhaps the most seri- 
ous defect in the law is that it puts in the 
hands of non-assenting security holders 
the power to prevent a reorganization if 
less than two-thirds in amount of the cred- 
itors or security holders agree to a plan, 
unless it can be shown that the company 
is insolvent and that their claims have no 
value. It also provides, he said, for in- 
adequate supervision of protective commit- 
tees and to a certain extent of trustees. 
These defects were brought to his atten- 
tion by counsel for the Reconstruction 
Finance Corporation and he had requested 
Mr. Craven to make a thorough study of 
the subject. 

Mr. Eastman emphasized that the bill is 
not intended to force reorganizations at 
the present time, saying that this is a very 
difficult time to undertake to reorganize 
railroads, because of their low earnings 
and the uncertainty and that it may be 
desirable to let many roads remain in the 
hands of trustees for a time until the 
future outlook is more certain. However, 
the bill is intended to avoid some of the 
delays which have attended reorganiza- 
tions in the past, when reorganizations are 
deemed desirable. 

Mr. Craven said that he and the co- 
ordinator were in a disinterested and non- 
partisan position and had attempted to 
work out a plan with absolute impartial- 
ity. The matter involves the age-old con- 
flict between debtor and creditor and tre- 
mendous interests are involved. Some 55 
roads are now in bankruptcy, and “in the 
offing are undoubtedly a large number of 
insolvencies, depending on the turn of the 
times, the attitude of the government, and 
other contingencies,” he said, and it is es- 
sential that we have the mechanism for 
determining the rights of the parties. “We 
want to get this movement off the dead 
center,” Mr. Craven told the committee, 


“not to force reorganizations, but to create 
conditions so that it will be possible to 
get reorganizations if the times are found 
to be propitious.” He pointed out that in 
the Missouri Pacific case there are 72 dis- 
tinct classes of creditors or stockholders, 
mostly creditors, and it is in the power of 
any class to block any reorganization plan 
unless it is satisfied or unless it can be 
shown that the company is insolvent. One 
such class is represented by the Morgan 
firm on account of a $6,000,000 loan. The 
possibility of putting through a plan with- 
out meeting the demands of all classes is 
obstructed by the necessity for a court 
valuation of the property and when the 
Interstate Commerce Commission at- 
tempted recently to hasten the St. Louis- 
San Francisco proceeding by asking the 
court to make a finding as to whether the 
company was insolvent it was estimated 
that this would cost some $200,000 and the 
commission withdrew its request. This 
case is now awaiting the passage of the 
bill to furnish a practicable method of de- 
termining insolvency and he explained pro- 
visions in the bill which would make such 
a determination based in general on present 
and prospective earning power. Another 
feature of the bill is that it authorizes the 
courts to confirm reorganization plans by 
overriding the dissents of creditors. 


Truckers Oppose Daily Hours 
Limitation 

The national code authority for the 
trucking industry has sent to the National 
Industrial Recovery Board a resolution 
opposing any daily limitation of the hours 
of service of employees of the trucking in- 
dustry. This expression was made after 
the code authority had received replies 
from code members to a questionnaire ask- 
ing opinions as to the establishment of an 
eight-hour day. Of those that replied, 
56 per cent were opposed to such a limi- 
tation and of the 44 per cent that said 
such a limitation would be practicable, 34.6 
per cent were engaged in local cartage. 
The code authority also asked time for a 
further study of the question. 


March Locomotive Shipments 


March shipments of railroad locomo- 
tives, as reported to the Bureau of the 
Census, U. S. Department of Commerce, 
by the country’s principal manufacturing 
plants, totaled 16, as compared with 13 in 
February and one in March, 1934. Un- 
filled orders at the end of March totaled 
91 (79 electric and 12 steam), as compared 
with 121 (86 electric and 35 steam) at the 
end of March, 1934. 

These statistics do not include data on 
locomotives produced by railroads in their 
own shops. 
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Grade Crossing Projects 
Favored by Roosevelt 


Attitude revealed in discussion of 
Rockville, Md., accident in which 
14 students were killed 


In connection with discussion of a seri- 
ous grade-crossing accident at Rockville, 
Md., on April 11, in which 14 high-school 
students were killed when a bus in which 
they were traveling was struck at a cross- 
ing by a Baltimore & Ohio train, Presi- 
dent Roosevelt stated at a press conference 
that a considerable part of the $800,000,000 
allocated in the work-relief resolution for 
expenditures on highways and grade-cross- 
ings would be devoted to grade separation 
and crossing protection work and that no 
part of the cost would be charged against 
the railroads. He said that preference 
would be given to projects that can be 
completed by July 1, 1936, and that the 
estimates range from $100,000,000 to $200,- 
000,000. He also said that projects will 
in general be restricted to those where the 
necessary land can be furnished without 
condemnation proceedings and to crossings 
of the main lines of railroads, particularly 
where the new-style high-speed trains are 
to be operated. The law provides that the 
funds shall be expended under direction of 
the state highway departments, after the 
sum to be devoted to this purpose has been 
determined and apportioned to the states, 
but the President said the work would 
be under the general direction of the Bu- 
reau of Public Roads and that a special 
division of the Bureau might be created 
for the purpose, with a view to assisting 
states that have not adequate organizations 
for the purpose. 

The President said on Wednesday, how- 
ever, that it might be some months before 
the work is started in many states because 
some have made greater progress than 
others in preparing plans. 


Safety Program for May 


Circular No. S-439 of the Safety Sec- 
tion, Association of American Railroads, 
issued by L. G. Bentley, chairman of the 
committee on education, addresses its ad- 
monitions, for the month of May, to “all 
fathers, brothers and friends of children.” 
It consists mainly of an appeal to fathers 
to keep constantly in mind their children 
and their other domestic responsibilities, 
taking care to cultivate those regular hab- 
its of safety which always include this 
feature as a prominent element. Four en- 
gravings are given, showing typical acts 
of carelessness, together with four others 
containing various warnings. 
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Canada’s Political Pot 
Boils — Merger the Fuel 


Manion again denies combine plans— 
Liberals suggest government 
silences Fullerton 


Railway amalgamation talk in Canada 
will not down. For many weeks President 
E. W. Beatty of the Canadian Pacific has 
been making speeches throughout the Do- 
minion advocating amalgamation under 
private control, while the present Conser- 
yative Government was committed against 
such a move by Premier Bennett about 
the time the Duff Commission got busy 
three years ago on the whole question of 
railway competition. Premier Bennett 
coined the slogan “Competition ever, amal- 
gamation never” in the last general elec- 
tion and it has stuck, but every little while 
the Liberals, in an effort to get another 
issue for the next general election fight, 
which will be called probably in Septem- 
ber, bring up the question again and seek 
to show that the Bennett Ministry is 
either slipping on this policy or has ac- 
tually changed its mind, in spite of the fact 
that in the past four months the Minister 
of Railways, Hon. Robert J. Manion, has 
in three speeches in various parts of the 
country and in two speeches in the House 
of Commons this session quite vehemently 
denied the government had weakened on 
the question and he declared that, being a 
member of the Cabinet, he was speaking 
for the government. 

One very good reason why these re- 
peated declarations of government opposi- 
tion to amalgamation have been made this 
year is that the question will be made one 
of the issues by the Liberals in the com- 
ing election, and, moreover, Ontario, which 
is usually regarded as a Conservative 
stronghold, is also supposed to be the birth- 
place of public ownership of railways and 
other public utilities. The Conservatives 
are not disposed to toss away the support 
they have there. Then, too, there is con- 
siderable public ownership sentiment in the 
Western provinces—but not for the same 
Teason. 

This whole question came up in the 
House of Commons this week in a rather 
violent manner. Liberals were denouncing 
President Beatty for his amalgamation 
“propaganda” and were trying to get the 
government to curb his activities or get 
Judge Charles P. Fullerton, chairman of 
the Canadian National, to do it for them, 
but the Minister of Railways repeatedly 
told the House the government had no 
power either to instruct or to curb the 
speech of Judge Fullerton or Mr. Beatty, 
although he indirectly revealed his hand 
by picturing these two railway heads 
“traveling around the country carrying on 
an amalgamation and anti-amalgamation 
vendetta on the public platform.” Two or 
three Liberals grew violent in their speech, 
‘one of them, Fred G. Sanderson, charging 
that in so far as he was carrying on prop- 
aganda for amalgamation and also calcu- 
lated to injure the Canadian National, Mr. 
Beatty could be put in the category of 
“public enemy No. 1.” Then another Lib- 
eral, William D. Euler, ardent public own- 
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ership advocate, said that a good way to 
curb Mr. Beatty’s amalgamation campaign 
would be for the government to tell him 
that if he did not desist the government 
would not guarantee him any more $60,- 
000,000 loans. 

Still another phase was dealt with by 
Major Charles G. Power, a Quebec City 
Liberal, who charged that the proposal of 
the government to help the railways buy 
new equipment by equipment securities 
guarantees to an amount of $15,000,000 
was a method coercing them, and he pro- 
tested against using the railways as a 
means of developing public policy. Other 
Liberals charged that the railways did not 
need the new equipment, that Canadian 
National officers had publicly stated they 
did not need it and it was improper for 
the government to say that they would 
buy new equipment. Dr. Manion, the 
Minister, however, declared that the rail- 
ways need not take the aid unless they 
want it, but Major Power said the gov- 
ernment was making it very difficult for 
the Canadian National to refuse the aid. 

Trouble developed when Major W. W. 
Kennedy, Winnipeg Conservative, ques- 
tioned Dr. Manion about a recent editorial 
in a Winnipeg paper. The editorial sought 
to show that the Government or the Min- 
ister of Railways had curbed Judge Ful- 
lerton in his utterances about proposed 
amalgamation of the two railways and was 
preventing him from making any criti- 
cisms of the speeches of President E. W. 
Beatty of the Canadian Pacific. Major 
Kennedy wanted to know if there was any 
foundation for the statements of the edi- 
tor “either in fact or fantasy.” 

Dr. Manion read from a statement made 
to the House Committee on National Rail- 
ways and Shipping by Judge Fullerton last 
session, in which he stated that the trus- 
tees of the C. N. R. ‘did not feel they had 
any right to discuss the question of amal- 
gamation or any other related matter. 


“TI say here publicly,” said Dr. Manion, - 


“that Judge Fullerton is as much at lib- 
erty to make any speech as is Mr. Beatty.” 


Transportation Association of America 
Organized 


The Transportation Association of 
America was organized at Chicago on 
April 16 as a non-profit organization for 
research and general public education in 
the field of transportation. The head- 
quarters of the association will be located 
in Chicago. Officers elected at the meet- 
ing are as follows: Chairman of the 
board, T. T. Harkrader, director of traffic 
of the American Tobacco Company, New 
York; president, T. B. Huff, livestock pro- 
ducer and president of the American 
Serum Company, Sioux City, Iowa; ex- 
ecutive vice-president, Donald D. Conn, of 
San Francisco, and secretary and treas- 
urer, P. C. Miller, executive vice-president 
of Albert Miller & Co., Chicago. In addi- 
tion to the foregoing officers, the following 
directors attended the meeting on April 
16: H. B. Grommon, president of the II- 
linois Grain Dealers Association, Plain- 
field, Ill.; Sydney Anderson, vice-president 
of General Mills, Minneapolis, Minn., and 
George Blair, director of traffic of Wilson 
& Co., Chicago. 
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Western Railroads Launch 


Big Advertising Campaign 


Wide appeal through newspapers and 
magazines is designed to wi 
back passenger traffic 


Details of the comprehensive passenger- 
service advertising campaign which West- 
ern Railroads launched on April 15 were 
announced in a recent statement by Harry 
G. Taylor, chairman, Western Associa- 
tion of Railway Executives. The main 
theme is air conditioning, -with further 
emphasis on economy of travel by train 
in the West, where the basic rates have 
been reduced and the sleeping car sur- 
charges eliminated. The first insertions 
of the newspaper advertising appeared in 
some cities of the West on April 15, and 
in the East the schedule begins Sunday, 
April 21. 

The newspaper appeal in the East dif- 
fers from that in the West because the 
subject in the former will be primarily 
summer travel. In the Western newspa- 
pers, emphasis will be given to all of the 
advantages of rail travel such as lower 
travel costs, time saving by train, depend- 
ability of schedules, comfort based on new 
and improved conveniences and _ safety, 
backed by the record that Western car- 
riers have made on this latter score. 

Chairman Taylor crystallized the fun- 
damental appeal of the Western roads on 
instructions by the executive committee to 
its advertising agency, Reincke-Ellis- 
Younggreen & Finn, Chicago: 

“Air conditioning as adopted by the 
Western railroads is applied in the most 
difficult field, namely on wheels in transit. 
Its practicability will therefore be demon- 
strated for ordinary installations such as 
homes, apartment buildings, hotels and 
other structures. The Western railroads 
therefore are doing the pioneering in the 
development of an industry that gives 
promise of being as big eventually as the 
automobile industry. It is generally agreed 
that in a few years every modern home 
will be air conditioned because of the 
logic of making residences and other 
places of habitation as livable in the sum- 
mer as modern heating apparatus has made 
them in the winter.” 

In the West, starting with Chicago as 
a basis and on a geographical line running 
from the eastern end of the upper Michi- 
gan peninsula and down through a part 
of Indiana and skirting the Mississippi 
river to include New Orleans, La., 323 
daily newspapers will be used in 243 cities. 
In the Eastern newspaper campaign, 46 
newspapers are to be used in 25 metro- 
politan centers. The campaign in the 
newspapers will be completed within eight 
weeks. The same limitation of time ap- 
plies in the magazine field, where the four 
weeklies have been selected for the mes- 
sage, including the Saturday Evening Post, 
Colliers, Literary Digest and Time. The 
list of business publications includes Busi- 
ness Week, Forbes, Nation’s Business, 
Traffic World and Railway Age. 

For the newspaper campaign, which 
represents a preponderant percentage of 
the appropriation, some of the headlines 
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will be the following: Romance Returns 
to the Railroads; Fresh as the Breath of 
Spring; Mark Twain Was Wrong; It Is 
Always Good Weather; Clean as an April 
Shower; Men Can Wear White Linens 
Now; It’s Cool When It’s Hot; As Quiet 
as the Dawn. 

The foregoing headlines, it will be seen, 
are designed to exploit air conditioning. 
The reference to Mark Twain in one of 
the headlines is considered appropriate be- 
cause that humorist is credited with the 
comment: “Everybody talks about the 
weather, but nobody does anything about 
it.” 

The Western railroads in their campaign 
make clear that they have poNeE really 
something about the weather with the in- 
stallation of air conditioned equipment on 
all their principal trains. 

Chairman Taylor in his statement takes 
issue with those in the habit of criticizing 
the railroads for alleged lack of progress. 
He says: 

“As a matter of fact in the past decade 
no industry has done more to encourage 
and to adopt modern inventions and up- 
to-date methods than the railroads. This 
is particularly true of the Western car- 
riers. They have pioneered with new type 
trains, fast schedules, additional comforts 
for travelers and with lower travel costs. 

“With the expenditure throughout the 
country of millions of dollars in this air- 
conditioning equipment, the Western rail- 
roads are maintaining the same low rates 
that prevailed in 1934 with the elimination 
of the surcharge in sleeping cars. 

“All of the money has come out of the 
depleted treasuries of the carriers and the 
public is not asked to pay a cent for it, our 
only hope being that with increased pas- 
senger travel the improvements eventually 
will be justified.” 

The main objectives of this big adver- 
tising investment, as listed by Mr. Taylor, 
are: (a) To win back lost traffic; (b) 
To create new passengers. 


San Diego Exposition to Feature 
Transportation 


Transportation of all kinds will be repre- 
sented at the California Pacific International 
Exposition to be held in San Diego, Cal., 
beginning May 29, and its exhibits will be 
housed in the striking Travel and Trans- 
portation building, which has been given a 
prominent location on the palisades of 
Balboa Park, overlooking San Diego Bay. 
The building itself is designed with the 
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Mayan pylon motif and, except for the 
pylons, living plants are relied upon to 
give the decorative effect in accordance 
with the general plan of the exposition. 
The building is 280 ft. long, 124 ft. wide 
and 40 ft. high and will house a panorama 
of exhibits of transportation, ranging from 
the ancient caravel in which Cabrillo first 
sailed into San Diego Bay to replicas of 
modern trains now serving that city. 


Farrell Appointed Assistant Chief 
Counsel for |. C. C. 


The Interstate Commerce Commission 
has announced the appointment of P. J. 
Farrell, whose term as commissioner ex- 
pired on December 31, as assistant chief 
counsel of the commission. Before his 
appointment as a commissioner, Mr. Far- 
rell was for many years chief counsel. 


A. A. R. Meetings 


The Protective Section of the Associa- 
tion of American Railroads will hold its 
annual meeting at French Lick Springs 
Hotel, French Lick, Ind., on June 5, 6 
and 7. 

The Freight Claim Division of the As- 
sociation of American Railroads will hold 
its annual meeting at Sherman Hotel, Chi- 
cago, on May 21, 22 and 23. 


Jersey Central’s Sandy Hook Line 
Begins 75th Season May 26 


Beginning the seventy-fifth year of its 
operation, the Sandy Hook steamship line 
of the Central of New Jersey will inau- 
gurate its 1935 services on May 26. As in 
previous years the steamers operating be- 
tween New York and Atlantic Highlands, 
N. J., will connect at the latter point with 
Central of New Jersey trains for all North 
Jersey shore points. The steamers “Mon- 
mouth” and “Sandy Hook,” which are 
assigned to the route, are now being re- 
decorated and, when the season opens, 
they will continue, in addition to the reg- 
ular day-time trips, the July and August 
dinner and moonlight sails which have 
been a popular feature of the service dur- 
ing the past few years. 


Pick-Up and Delivery Service in 
Northwest 


The Chicago, Milwaukee, St. Paul & 
Pacific, the Great Northern, the Northern 
Pacific, the Spokane, Portland & Seattle 
and the Union Pacific have established 
pick-up and delivery service for freight 





The Travel and Transportation Building at the California Pacific 
International Exposition 


April 20, 1935 


shipments on certain lines. The service is 
available for shipments moving between 
Seattle, Wash., and Tacoma, and Spokane, 
over the Milwaukee, the Great Northern 
and the Northern Pacific, and between 
Portland, Ore., and Spokane on shipments 
moving over the S. P. & S. and the U. P. 


Milwaukee to Establish Live Stock 
Pick-Up 


The Chicago, Milwaukee, St. Paul & 
Pacific, beginning early in May, will es- 
tablish pick-up service for live stock 
shipped over its lines to the Chicago 
Union Stock Yards without additional 
charge to the shipper. The service will be 
available to shippers located within 10 
miles of one of 64 stations on certain of 
the road’s lines in Illinois and Iowa, and 
will apply on shipments of 1,000 Ib. or 
more; the stock to be forwarded at the 
present carload rates. Should shippers 
prefer to make their own arrangements 
for trucking to the station, they will be 
allowed 3 cents per 100 lb. for that service. 


Opposes Rail Labor Program 


J. M. Fitzgerald, vice-chairman of the 
Committee on Public Relations of the 
Eastern Railroads, in a recent address be- 
fore the Traffic Club of Philadelphia, out- 
lined the financial burden which the en- 
actment Of the legislative program of rail- 
road labor would place upon the carriers. 
Mr. Fitzgerald saw no justification for 
the six-hour day, train-limit, full-crew and 
other such measures from any public- 
interest standpoint. 

In opening his address, Mr. Fitzgerald 
paid tribute to railway management, which 
he said “always faces a maximum of de- 
mand in a field of minimum opportunity,” 
adding that it “has achieved what was gen- 
erally regarded as the impossible only ten 
years ago.” 


Whistling in City Justified 


The Public Utilities Commission of 
Maine, reporting on the petition of voters 
in the city of Gardiner, asking for abate- 
ment of whistling of locomotives at a 
crossing of the Maine Central, decides 
that though there are gates operated 
throughout the 24 hr., with three crews in 
service, the plea must be dismissed. The 
number of trains and the great amount 
of highway travel forbid any abandon- 
ment of the whistle signaling. 

In another case on the same road, in the 
town of Veazie, the Public Utilities Com- 
mission has modified an order which was 
issued in 1917, so as to permit discon- 
tinuance of flag protection at a crossing, 
this because of a great diminution in the 
amount of traffic on the highway, follow- 
ing the construction of a new highway 
making another route. 


“Locomotive Night” at New York 
Railroad Club 


Robert S. Binkerd’s address in defense 
of the steam locomotive at the April meet- 
ing of the New York Railroad Club will 
be entitled “Muzzle Not the Ox That 
Treadeth Out the Corn.” In this connec- 
tion Mr. Binkerd, who is vice-president 
and director of sales of the Baldwin Lo- 
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comotive Works, is billed in the Club’s 
circular announcing the meeting as one 
who will present “a common sense discus- 
sion of the various forms of motor power 
without recourse to formulae or the use of 
higher mathematics.” This April meeting 
which, as announced in the Railway Age 
of April 6, will be held on Thursday, April 
25, in the auditorium of the Engineering 
Societies building, 29 West Thirty-ninth 
street, New York, has been designated as 
“Locomotive Night.” 


North Western Limited Now Has 
Aluminum Colored Bedroom Car 


Pullman observation cars with bed- 
rooms, the outside of which are painted 
with aluminum, have been added to the 
North Western Limited of the Chicago 
& North Western operating between Chi- 
cago and the Twin Cities. Each of the 
two cars has six single and two double 
bedrooms in addition to the observation 
end and is so constructed that a telescop- 
ing partition in the double bedrooms can 
be adjusted to convert them into compart- 
ments with accommodations for four per- 
sons, 

The addition of the aluminum painted 
cars to the North Western Limited is co- 
incident with the air-conditioning of the 
entire train, which is the third train to be 
air-conditioned by the North Western so 
far this year, others now in service being 
the “400” and the “Los Angeles Limited.” 


Coal Companies Seek to Enjoin Rate 
Advance 


An application for an injunction to pre- 
vent the taking effect of the temporary 
emergency increase in freight rates au- 
thorized by the Interstate Commerce Com- 
mission on April 18 so far as coal from 
the Pocahontas district is concerned was 
filed in the federal court at Richmond, 
Va., on April 12 by 180 coal companies, 
naming as defendants the Interstate Com- 
merce Commission, the United States and 
the Chesapeake & Ohio, Norfolk & West- 
ern, Louisville & Nashville, and Virginian 
railroads. The petition alleged that the 
emergency charges were not within the 
scope of the proceedings before the com- 
mission, and that a large part of their coal 
production was handled by prosperous rail- 
roads not in need of additional revenue. 

A three-judge federal court at Richmond 
on Wednesday denied the application for 
an interlocutory injunction but allowed 
plaintiffs 10 days in which to file a brief. 


Bill in Congress to Pool Railroads 


Representative White, of Idaho, has in- 
troduced in Congress (by request) a bill 
proposing the creation of a Department of 
Transportation, headed by a Secretary of 
Transportation in the President’s Cabinet, 
and a Federal Transportation Commission 
of twelve commissioners, to be appointed 
by the Secretary. The bill provides that 
no one who has been a member of the 
Interstate Commerce Commission or who 
has been employed by a railroad in the 
past ten years shall be eligible for appoint- 
ment as a commissioner. The commission 
Is directed, as soon as practicable, to pool 
all Class I railroads and express and sleep- 
ing car companies for operation as a 
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single unit, by exchange of securities 
of the United States Railway System 
for their securities on the basis of their 
quoted market value. The commission 
would be directed to establish rates 
which under normal conditions will pro- 
vide a 6 per cent return upon actual 
capital invested. 


Departmental Publications Stimulate 
Employee Interest on British Road 


In order to stimulate, among its traffic 
and operating department employees, a 
more lively interest in their work of ob- 
taining and moving traffic, the London, 
Midland & Scottish of Great Britain has 
been issuing two monthly publications— 
“Quota News” and “On Time.” The first 
is the journal of the L. M. S. commercial 
or traffic department and the second the 
journal of the operating department. 

Both publications are set up in newspa- 
per style of about the size of the tabloids 
in the United States, and each contains 
eight pages monthly. “Quota News,” to 
quote from a recent issue, is designed to 
help traffic men “in the task of selling the 
resources of a great undertaking” and is 
thus “not a ‘family’ journal, merely a me- 
dium for the exchange of pleasantries 
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” 


about our department and its personnel 
The editors hope to make it “the emblem 
of a fighting organization as well as the 
common meeting ground for our ideas and 
ideals.” 

The operating department’s journal has 
a similar objective with respect to that de- 
partment. It was designated “On Time” 
because of a desire to make it “typify the 
spirit of the operating department—a de- 
partment which lives by time more than 
any other sections of railway service.” 
Feature articles in every issue call for an 
on-time record of “performance not prom- 
ise,’ and, through the publication, C. R. 
Bryom, L. M. S. chief operating manager, 
has introduced “The Punctuality League,” 
which is designed to promote rivalry for 
improved on-time records among L. M. S. 
divisions and districts. 


Railroads Alive to Social Requirements 


Speaking of the numerous proposals in 
Congress for social legislation, all of which 
he finds entitled to sympathetic considera- 
tion, H. D. Pollard, receiver of the Central 
of Georgia, calls attention to the fact that 
much progress of this kind has already 
been made by American railroads, and he 
cites the example of the Central of Geor- 
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gia, which adopted a pension plan in 1917. 
This is carried out wholly at the cost of the 
railroad. However, the railroad being now 
in the hands of a receiver, additions to the 
pension list have been discontinued, by 
order of the court, to await settlement of 
the question whether the pension plan 
which has been adopted by the govern- 
ment shall stand the test of the suit against 
it in the United States Supreme Court. 
Attention is called to the fact that the 
road’s plan now provides for retirement 
on account of physical disability, a feature 
which does not appear in the government 
plan. A thoroughly modern hospital serv- 
ice was established by this road eight years 
ago, which costs employees only one dollar 
each a month. Health and accident in- 
surance is provided; and under this scheme 
$121,578 has been paid in benefits in the 
last four years. Early in 1923, a group 
life insurance plan was adopted, and in 
the 12 years since then, over three million 
dollars has been paid to employees or 
their beneficiaries. Premiums thus far 
paid for this insurance by the railroad 
company as its share total $672,369. 


Not Liable for Cinders in Flangeways, 
Stalling Gasoline Car 


A signal maintainer operating a gasoline 
motor car had his car stalled at a high- 
way crossing by cinders in the flangeways 
of the rails, the cinders coming up to the 
level of the tops of the rails. An auto- 
mobile collided with the stalled car. As 
the vehicles struck, the plaintiff jumped 
and broke his leg. 

In an action for his injuries against the 
railroad under the Federal Employers’ 
Liability Act, the Second Circuit Court of 
Appeals held, Morse v. Pennsylvania, 
74 F. (2d.) 677, reversing the Federal 
District Court for western New York, 
that the plaintiff could not recover from 
the railroad company, since any defect in 
the crossing, due to the presence of too 
large a mass of fine cinders or to the 
failure to clean out the flangeways, was a 
condition rather than a cause of the acci- 
dent. The automobilist should not only 
have seen plaintiff's car long before he 
did, but he should have had such control 
over his own car that he could avoid a 
collision with the stalled motor car. 


Mechanical Division Meeting in June 


The Mechanical Division of the Associa- 
tion of American Railroads will hold its 
annual meeting at the Congress Hotel, Chi- 
cago, June 26 and 27. The program will 
be confined to the presentation of commit- 
tee reports and discussion. It is expected 
that the reports will be printed well in 
advance of the time of the meeting. 


New Course at N. Y. U. on Principles 
of Train Streamlining 


A new course on the basic aerodynamic 
and dynamic principles of streamlined 
trains and other high-speed railroad 
equipment will be inaugurated this fall at 
the Daniel Guggenheim School of Aero- 
nautics in the College of Engineering at 
New York University. The course will 
be in the charge of Professor Alexander 
Klemin, director of the school, who ex- 
plained in his announcement that it will be 
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one of a group of courses that will lead 
to the degree of Master of Science in 
Aeronautical Engineering. In giving the 
reasons for the inauguration of the course, 
Professor Klemin referred to the fact that 
a number of graduates from the aeronau- 
tical school have found employment as 
specialists in the design and construction 
of high-speed trains and locomotives. 

Professor Klemin has developed special 
wind tunnel equipment for testing air re- 
sistance of high-speed locomotives, auto- 
mobiles and other vehicles which run on 
the ground, and the laboratory work in 
the new course will center around this 
equipment. He explained that the Gug- 
genheim School, with models supplied by 
the American Car & Foundry Company, 
the American Locomotive Company and 
the Union Pacific, has probably “done as 
much work on the aerodynamics of trains 
and locomotives as has been done in any 
laboratory in the world.” He further said 
that there has been developed in the school 
special equipment whereby “for the first 
time models 22 ft. in length have been 
tested, and we have developed an entirely 
new form of apparatus for the wind-tun- 
nel testing of trains and automobiles.” 

Professor Klemin said that the new 
course will run through the whole school 
year and will be followed by problems and 
experiments in the aerodynamic labora- 
tory. The actual instruction will be given 
by specialists in railroad work under Pro- 
fessor Klemin’s direction. 


Coal Association Protests Increased 
Rates 


A petition to the Interstate Commerce 
Commission for reconsideration and re- 
argument of its decision in the freight rate 
case announced March 26, in so far as the 
decision granted to the railroads emer- 
gency increased rates on bituminous coal 
and coke, was filed on April 11 by the 
National Coal Association. The petition- 
ers contended that increased freight 
charges on bituminous coal and coke are 
contrary to the public interest and cannot 
be supported by the coal industry and that 
approximately one-third of the total in- 
crease has been saddled upon the coal in- 
dustry. 

It was contended that present freight 
charges on coal and coke are out of pro- 
portion to commodity values and that by 
increasing the rates on bituminous coal and 
coke and exempting other commodities, the 
disparity of rate to value would be fur- 
ther enlarged. The petition contends that 
bituminous coal is already contributing 
more than its share to railway revenue and 
that the emergency increases in rates on 
coal and coke will not produce increased 
railroad revenue by reason of resulting de- 
cline in tonnage. Losses of coal tonnage 
due to the competitive inroads of oil and 
gas were discussed at length. 

In conclusion, the petition asserted that 
“if the relative financial needs of the sev- 
eral industries are to be considered in de- 
termining which should be included in and 
which omitted from the schedule of tem- 
porary surcharges authorized, the needs of 
the bituminous coal industry require the 
exclusion of bituminous coal rates before 
all others. Lumber, fertilizers and many 
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agricultural commodities are exempted 
from the increased rates authorized. 
Surely the producers of none of these com- 
modities show a record of any greater 
financial distress than the bituminous coal 
producers.” 


Co-ordination Decree in France 


Administrative regulations for the ex- 
ecution of a decree for the co-ordination 
of rail and highway transportation in 
France are summarized in a recent report 
to the United States Department of Com- 
merce. The decree is divided into three 
parts—one deals with the organization of 
a technical and planning committee to be 
formed in each department of France, the 
second sets up rules and regulations re- 
garding the organization of passenger car- 
riers and the third defines new regulations 
which will be imposed on highway car- 
riers. 

Each departmental committee set up un- 
der Part I of the decree will consist of 
representatives of the major railroads 
operating in the department, the secondary 
railways, the state railways and of the 
highway carriers. Part II specifies in 
what way traffic may be divided between 
rail and highway carriers, designating 
lines where traffic is light and can readily 
be taken care of by motor transport. It 
provides that all contracts between rail- 
roads and highway carriers must -be ter- 
minated within three years and stipulates 
rules for the co-ordination of rail and 
highway service on routes where it is 
deemed expedient to employ both agencies 
of transportation. Another provision re- 
quires that all rail and highway operators 
must be French corporations and all of 
their employees French citizens. 

Part III, dealing with regulations, sets 
forth rules as regards rates, services, 
equipment and insurance which will be 
made applicable to all carriers. 


C. N. R. Recapitalization Talk 
Temporarily Shelved 


Consideration of the auditors’ recom- 
mendation for a $1,500,000,000 writing 
down of Canadian National liabilities was 
deferred at least until after the Easter 
parliamentary recess, when the House of 
Commons railway committee agreed last 
week in Ottawa not to meet again until 
the House reassembles May 20. 

O. A. Matthews, of the firm of George 
A. Touche & Co., was called at the request 
of Hon. W. D. Euler, for questioning on 
the statement made earlier in the week by 
Minister of Railways R. J. Manion that 
the suggested readjustment of the capital 
structure of the Canadian National would 
involve such complications that no action 
could be taken at the present session of 
Parliament. 

The witness declared that his proposal 
only involved the readjustment of liabili- 
ties now being duplicated in the financial 
statements of the railway and the Govern- 
ment and would not involve the relation- 
ship between the railways or Government 
and the public who are holders of railway 
securities. 

To carry out the auditors’ suggestion 
would be only to take “one bite” at the 
problem, the Minister said, and any worth- 
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while adjustment would necessarily involve 
the whole series of securities of all the 
corporate companies making up the 
C. N. R. 

Mr. Euler had moved that the question 
of carrying out the auditors’ recommenda- 
tions be left in the hands of the Canadian 
National Board of Trustees. Dr. Manion 
moved an amendment which would place 
the whole problem in the hands of a com- 
mittee composed of the Deputy Ministers 
of the Departments of Railways, Finance 
and Justice. There the matter rested when 
adjournment was taken. 

In the course of the discussion, Hon. 
Ross Gray, a Liberal, charged that E. W. 
Beatty, president of the Canadian Pacific, 
had been “going up and down the coun- 
try” making speeches upon the situation 
asserting that the auditors had “perverted 
the facts.” “It is time,” he said, “we 
asked the chairman of the trustees (C. P. 
Fullerton) to go up and down the coun- 
try from one end to another and give the 
real facts.” 


Dust Storms a Handicap to Train 
Operation 


While the dust storms which have been 
sweeping over Texas, eastern Colorado, 
Nebraska, Kansas and Oklahoma since 
February 1 have not resulted in serious 
damage to railroad property and have not 
interfered with train operation to any great 
extent, they have created difficult prob- 
lems. In many places the intensity of the 
dust clouds has been so great that visibility 
has been limited to 100 yd., while sudden 
gusts of dust have eliminated vision en- 
tirely for short periods. As a result of 
this condition, train operation has at cer- 
tain places been slowed up and often aban- 
doned for several hours until the storm 
passed. Drifting dirt covered tracks and 
filled cuts. On several occasions it was 
necessary to shovel the dirt from the tracks 
before a train could proceed. 

At Tennis, Kan., on April 11, a train 
was derailed and in a few hours was held 
in a four-foot dust drift. At Syracuse, 
Kan., on the same day, five trains were 
held overnight. Trains on the Atchison, 
Topeka & Santa Fe and the Chicago, Rock 
Island & Pacific, on the same day, were 
from two to six hours late into Chicago 
because they had to slacken their speed 
and take sidings while the storm passed. 
In Colorado a snow storm mixed with dust 
covered the sides of trains with mud. 

Another devastating characteristic of 
these storms has been their abrasive action. 
With a wind velocity of 60 miles an hour 
or more, the dust sand-blasts the exterior 
finish on cars and buildings and enters 
them; and it works destruction on journals 
and other bearings. 

An example of the intensity of the storms 
is found in the case of an automobile which 
on a drive of 86 miles in Kansas was re- 
lieved of the Duco finish on the side sub- 
jected to the wind. 

To guard against the abrasive action of 
the storms, it has been necessary to take 
special precautions to avoid equipment fail- 
ures. Journal boxes had to be well main- 
tained and moving parts protected and 
watched closely. Frequent washing of lo- 
comotives was required to make possible 
a more thorough inspection of parts, while 
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wheels had to be dropped and tires turned 
because of the increased wear on tires and 
flanges. The ordinary inspection of cars 
and locomotives in dust areas was not ade- 
quate, and it was necessary to add more 
men and increase the intensity of these 
inspections. 


Canadian Roads Seek to Abandon 
600 Miles 


The Board of Railway Commissioners 
at Ottawa stated this week it has before 
it 24 applications from the Canadian Na- 
tional and four from the Canadian Pa- 
cific Railway for abandonment of branch 
lines in five provinces, New Brunswick, 
Quebec, Ontario, Alberta and British Co- 
lumbia. 

The Canadian National seeks to aban- 
don almost 160 miles of branches in Que- 
bec, as follows: 

Victoriaville to St. Gregoire, 30.4 miles; 
St. Leonard Junction and Nicolet, 14.7 
miles; St. Hyacinthe and Bellevue Junc- 
tion, 31.3 miles; Noyan Junction and Iber- 
ville, 21.9 miles; Iberville and St. Hya- 
cinthe, 28.1 miles; St. Remi and Hem- 
mingfood, 14.9 miles; Farnham and Fre- 
lighsburg, 18.4 miles. The Canadian Pa- 
cific wishes to abandon 21.9 miles between 
the United States boundary and Eastman, 
Que. 

The Canadian National’s abandonment 
program for Ontario totals approximately 
260 miles as follows: 

Hawkesbury and Hurdman and_ the 
Clarence Creek spur between Rockland and 
Clarence Creek, a total of 61.2 miles; Gol- 
den Lake and National Junction, 20.2 
miles; Two Rivers and Cache Lake and 
Cache Lake and Ravensworth, a total of 
37.5 miles; Tweed and Bannockburn, 19.5 
miles; Ronnac and Greenburn, 41.8 miles; 
Whitby and Cresswell, 32.8 miles; Port 
Hope and Peterboro, 28.0 miles; Jarvis 
and Port Dover, 9 miles; Burgessville and 
Woodstock, 9.2 miles; Hickson and Tav- 
istock Junction, 6.5 miles; Simcoe Junc- 
tion and Otterville, 14.2 miles; Brant 
County Siding and Paris Junction, 6 miles; 
Trenton and Brighton, 9.9 miles. 

In Alberta the Canadian National seeks 
to abandon lines from Peace River Junc- 
tion and Darson Junction, 32.6 miles, and 
Foothills and Lovett, 4.6 miles. In British 
Columbia the Canadian Pacific. wishes to 
abandon lines between West End and 
Archibald, 17.4 miles, and Lardeau and 
Gerrard, 33.1 miles. In New Brunswick 
the Canadian Pacific seeks to abandon 29.8 
miles and the Canadian National 41 miles. 


W. G. Black Addresses Western 
Railway Club 


In discussing the subject, “Good Trans- 
portation Depends Upon Efficient Motive 
Power”, before the April 15 meeting of 
the Western Railway Club, W. G. Black, 
vice-president, Chesapeake & Ohio, showed 
how the introduction of various modern 
appliances to steam locomotives has led 
to the development of the present effective 
type of power which, however, is still sus- 
ceptible of further improvement. Mr. Black 
specifically conceded major credit for the 
improvement in steam-locomotive design to 
the locomotive builders and to those manu- 
facturers whose ingenuity, resourcefulness 
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and persistence have led to the adoption of 
many locomotive capacity- and economy- 
increasing devices. 

The value of standing locomotive tests, 
supplemented by dynamometer-car road 
tests, was stressed as an important factor 
in producing the present-day locomotive 
performance standards. Mr. Black dis- 
cussed the subject of maintenance, as 
affecting locomotive operation, and said 
that the rules of the I.C.C. Bureau of 
Locomotive Inspection have accomplished 
a great deal in raising maintenance stand- 
ards. He pointed to the need for a definite 
mileage cycle, not only between major 
classified repairs, but for intermediate re- 
pairs, in order to provide maximum 
serviceability and freedom from mechani- 
cal failures. With this end in view, Mr. 
Black said that heavy repairs in main 
shops should be supplemented by a thor- 
ough inspection and repairs at regular 30- 
day intervals. 

Emphasis was laid on the importance of 
the proper assignment of locomotives to 
service for which they are adapted and 
insistence on their operation in a manner 
which has been determined to be most 
economical. While most of Mr. Black’s 
remarks were devoted to the steam loco- 
motive, he called attention to the good re- 
sults being obtained by electric-, gas- 
electric- and Diesel-electric locomotives in 
service for which these respective types of 
motive power are adapted. 

In discussion subsequent to the main 
paper, the thought was advanced that, in 
determining what type of power should be 
used for specific services, the comparison 
should be made on a cost-efficiency basis, 
rather than on thermal-efficiency only. 

In closing his remarks, Mr. Black said 
that railway mechanical departments will 
no doubt contribute their full share in 
future efforts to improve various types of 
motive power on American railroads and 
adapt them to modern transportation 
requirements. 


Urges Importance of Loading and 
Unloading Charges at Ports 


Co-ordinator Eastman on April 16 made 
public a statement by Charles E. Bell, his 
executive and traffic assistant, at a public 
hearing held by the railroads at Atlanta, 
Ga., on April 12, regarding the proposal 
under consideration to establish loading and 
unloading charges at United States ports 
on export, import, intercoastal and coast- 
wise traffic. The proposal was made over 
a year ago by the Co-ordinator’s Eastern 
Regional Director and has been approved 
in general by the Regional Co-ordinating 
Committees. 

“The co-ordinating committees have al- 
ready approved the recommendations of 
their traffic committees that such charges 
be made uniformly at all United States and 
Canadian ports,” Mr. Bell said. “In ac- 
cordance with customary procedure, the 
subject was placed on the public dockets 
in order that the shipping public might be 
heard. After these hearings it will, of 
course, be the duty of the railroads, based 
on the information they will have devel- 
oped, to determine among themselves 
whether or not the charges as proposed 
shall be made, or what, if any, changes or 
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comfort. 

For complete travel comfort, how- 
ever, smooth handling of the train is 
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in giving better service as well as in 
amplifying the new luxuries. 
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further modifications may be desirable. It 
will then be incumbent upon the co-ordi- 
nating committees either to direct the rail- 
roads to establish the charges or to make 
their reports and recommendations to the 
Co-ordinator. If the recommendations are 
in favor of the charge and the co-ordinating 
committees direct their publication there 
will be no need for further consideration 
by the Co-ordinator. If those committees 
recommend that the charges shall not be 
made, or that some other charge or charges 
be substituted, it will then be incumbent 
upon the Co-ordinator to determine what 
action, if any, he shall take to carry out 
the purposes of the emergency railroad 
transportation act. 

“In conclusion, let me make plain to 
every one interested in this subject that 
there is no desire or intent on the part of 
the Co-ordinator or any member of his 
staff to put any unwarranted charge or 
burden upon the commerce of this country. 
But the plight of the railroads may not be 
lost sight of, and it may not fairly be said 
that they are responsible for the country’s 
greatly reduced volume of exports and im- 
ports, that decrease reflecting a multiplicity 
of economic factors. Nor may the fact be 
lost sight of that unless the railroads can 
secure sufficient revenues to function effi- 
ciently they will not be in position to trans- 
port promptly and properly either foreign 
or domestic commerce.” 


Government Ownership of Railroads 
Only the Camel’s Head in the Tent 


The government could not long operate 
the railroads in competition with a private- 
ly owned truck transportation system on 
the highways, said L. C. Probert, vice- 
president of the Chesapeake & Ohio in an 
address before the Washington (D. C.) 
Transportation Club on April 18. There- 
fore, he said, the government ownership 
proposal, in its final analysis, is to have 
the government own and control all the 
transportation facilities of the country. 


“The country is well served by the rail- 
roads, there is no complaint whatever on 
that score,” Mr. Probert said. “The rail- 
road investor is the one who is suffering, 
and even he isn’t asking to have his 
property taken over at a fire sale. 


“What are the premises on which it is 
proposed to put the government into busi- 
ness on a scale which cannot fail to lead 
to the socialization of all industry? Two 
groups support the idea. The first is 
composed of those who frankly think the 
government ought to do everything. The 
other group simply wants to throw a 
twenty-four billion dollar industry and a 
million jobs into politics and let the tax- 
payer pay the bill. Both groups rely on 
the same arguments. 


First, it is claimed that the railroads are 
over-capitalized and that service charges to 
the public are based on capital which 
doesn’t exist. The answer to that, is that 
the Interstate Commerce Commission has 
spent twenty-four years and two hundred 
million dollars to find out and acknowledge 
that the fair property investment in the 
railroads is twenty-four billion dollars and 
that they are capitalized for only nineteen 
billion dollars. 

“Second, it is claimed that the railroads 
are so overburdened with debts that they 
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never can hope to pay them. The answer 
to that is that the funded debt of the rail- 
road industry is only a little more than 40 
per cent of the property investment, which 
is the equivalent of a $4,000 mortgage on 
a $10,000 house. 

“Third, it is claimed that under present 
capital structures the railroad industry can- 
not hope to earn its fixed charges. The 
answer to that is that the industry did earn 
its fixed charges until the unprecedented 
business paralysis swamped the railroads, 
as well as everybody else, and that during 
the height of the depression period—from 
1929 to 1933—the industry over-earned its 
fixed charges by more than half a billion 
dollars. 

“Fourth, it is claimed that the railroads 
cannot hope to finance their requirements 
in the public money markets and that 
nothing short of the Treasury of the Unit- 
ed States is equal to the job. The answer 
to that is that conservatively capitalized 
and well managed railroads are doing it. 

“We are told that the government would 
operate the railroads more economically. 
Do you know of anything the government 
does economically? We are told that the 
rates would be lower! Did you ever hear 
of the government ever reducing the cost 
of anything it does? 

“The Federal Co-ordinator of Transpor- 
tation, who is a government ownership ad- 
vocate, has been frank enough and honest 
enough to go on record as saying that 
while, in his opinion, government ownership 
contains great possibilities for good, it con- 
tains also great possibilities for evil. He 
is entirely right. And the evil in it is the 
only quality that has appeared wherever it 
has been practiced. Government owner- 
ship, the world over, has been a story of 
decreased efficiency, increased expenses, les- 
sened initiative, political interference and 
economic waste.” 


C. & N. W. Information Clerk Wins 
Prize for Politeness 


A middle-aged information clerk in the 
Chicago & North Western station at Chi- 
cago who (on April 2) remained calm, 
patient and polite in the face of a barrage 
of questions and accusations from two 
women, won an award of $25, the first of 
a series of such awards given by the Chi- 
cago Daily Tribune for politeness. 

A reporter making a day’s tour of rail- 
way stations found so much politeness that 
the choice of a winner was a difficult prob- 
lem. The extra touch of gentleness which 
went along with his answers and sugges- 
tions, however, won the prize for this clerk, 
James Doyle, against his nearest rival, a 
woman ticket seller. When the two women 
accusers approached the information man’s 
window, he was talking with the reporter, 
who was posing as a traveler in quest of 
information. The reporter had asked him 
for data on all trains leaving for a small 
Missouri town on all lines. After he had 
produced all the information, referring to 
numerous booklets and timetables, the re- 
porter said, taking out a pencil and paper, 
“You know, I think I’ll put some of this 
down. Would you mind repeating all 
that?” 

As the clerk proceeded to repeat the in- 
formation, the conversation was _inter- 
rupted by two women, one of whom said, 
“You told me, at least someone told me, 
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that there was a train to Low Moor, Iowa, 
that left at 11:59.” , 

“So there is, madam,” the clerk replied 
cheerfully, “11:59 o’clock tonight.” 

“But we thought it was 11:59 this morn- 
ing,” the other woman said. “We get all 
the way down here and find there is no 
train leaving this morning. When is the 
next one?” 

“There’s one leaving for Clinton, but no 
through trains to Low Moor until 11:59 
midnight,” he replied affably. 

“Oh, what shall I do?” asked one 
woman. “How dreadful. It does seem to 
me that the railroad wouldn’t give out 
such information.” 

“You might take a bus, madam,” the 
clerk said solicitously. “You can get one 
right across the street in an hour that goes 
to Clinton, Iowa.” 

“Let’s see,” said the woman. “Yes, that 
would do. Florence isn’t working on Mon- 
day, and she can drive me to Low Moor 
from Clinton.” 

Without thanking him, the two women 
flutteringly departed. The worn but tran- 
quil face of the clerk turned back to the 
reporter. “Now if you think you'd like 
to know more about that train,” he said, 
writing on a slip of paper, “you call this 
number. It’s the Wabash Railway.” He 
smiled as the reporter thanked him. 

Similar examples of politeness were 
found at an Illinois Central suburban sta- 
tion and at the Chicago Union station. 


Report on Jupiter, Fla., Derailment 


The derailment of a southbound express 
passenger train on the Florida East Coast, 
at Jupiter, Fla., about 4 p. m. on February 
12, wrecking a drawbridge, is the subject 
of a report by the Bureau of Safety, In- 
terstate Commerce Commission, dated 
March 29, and recently issued. The total 
number of persons injured was 73, but no 
injuries were reported as fatal. 

The train, the second section of the 
southbound Florida Special, consisting of 
11 cars, had been running at high speed 
and had passed regular caution and stop 
signals set against it; but the engineman 
did not apply the brakes soon enough, and 
the locomotive struck the upward inclined 
bascule drawbridge at about 15 m.ph,, 
having first struck and broken a smash- 
board signal, 507 ft. back. The drawspan, 
the first span of a nine-span bridge, was 
55 ft. long. It was pivoted on the first 
pier and lifted from the second pier. The 
engine knocked the drawspan off its 
hinges and fell to the river, lodging about 
12 ft. below the level of the track. The 
far end of the span lodged on the second 
pier. 

Engineman Turnipseed narrated various 
details of his observance of the signals and 
his consequent action, but the inspector 
holds that the facts do not support his 
statements. His principal explanation was 
that the distance from the caution signal 
to the stop signal was not so great as he 
had thought. 

This engineman was first employed in 
September, 1925, was then out of service 
for several years and was re-employed in 
February, 1934; but since that time had 
made comparatively few trips, and the 
main feature of the inspector’s conclusions 
is that the runner was not well enough 
acquainted with the road. Most of his 


Continued on next left-hand page 
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The importance of avoiding the need for hold- 
ing locomotives out of service cannot be over- 


estimated. 
























There’s More to e e e 
SECURITY ARCHES As experienced railroad men we fully realized 
Than Just Brick 


this and provided sources of Arch Brick supply 


at convenient points throughout the country. 





These supply sources, as indicated on the map 
above, are so located as to care adequately for 


all railroads. 


AMERICAN ARCH COMPANY 


INCORPORATED 
Locomotive Combustion Specialists 


NEW YORK CHICAGO 
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service since 1933 had been on double 
headers. 

The signals involved were installed in 
1926, when the speed limit for passenger 
trains was 50 m.p.h.; but in 1930 this limit 
was increased to 65 m.p.h., with no change 
in the spacing of these signals or in the 
signal indications. The engineman was 
examined on the rules when he was re- 
employed, but the report says that he did 
not then thoroughly understand the speed 
limit clauses in the rule requiring proper 
observance of caution signals. At the dis- 
tant signal he should have been running 
not over 27%4 m.p.h., but he made no defi- 
nite attempt to observe this limit. 

The report also criticizes the rule which 
requires a train to reduce speed at some 
indefinite point before reaching a caution 
signal, so as to be running within a fixed 
limit at the signal. The sighting distance 
is variable; the proper treatment would be 
to have an approach-restricting indication 
at the next signal in the rear. The report 
recommends appropriate action by the road 
to correct the faults and deficiencies shown 
by the investigation. 


Halt Reforms Hindering Production, 
Says W. A. Harriman 


Sound recovery and prosperity for the 
country and for the railroads will come 
with an increase in the volume of produc- 
tion and distribution, and such increases 
will come when we concentrate our at- 
tention on those policies that contribute to 
this end and call a halt to such reforms 
as interfere with business activity, said W. 
Averell Harriman, chairman of the board 
of directors of the Union Pacific and ad- 
ministrative officer of the N. R. A., in an 
address at a meeting of the Traffic Club 
of New York on April 16. 

Mr. Harriman opened his address with 
a brief resume of railway financial and 
traffic statistics, thus showing the extent 
of the decline in railway business from 
1929 levels. He continued to point out 
that, while in 1934 the consumer goods 
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industries employed about 90 per cent as 
many workers as in 1929, employment in 
the durable goods industries still remains 
at less than two-thirds of the 1929 level. 
“This analysis,” he said, “indicates that 
the problem of industrial production is 
primarily one of the stimulation of durable 
goods industries. The factors that are de- 
terring the free flow of capital into in- 
vestments must be eliminated and confi- 
dence in the future must be built up— 
confidence in security of a job and con- 
fidence in profit possibilities,” 

Continuing, Mr. Harriman characterized 
N. R. A..as a program designed “to build 
up purchasing power of the workers and 
employment.” He warned, however, that 
wages when increased must be made 
throughout industry on a parity basis and 
cited the railroads as an example “of the 
lack of parity between wages and hours 
of their employees as against those of 
their competitors, particularly on the high- 
ways.” In this latter connection he said 
that N. R. A. had made an advance along 
the lines of bringing up wages and reduc- 
ing the hours of highway operators and 
that “if this is carried forward, fairer 
competition will result.” 

Referring to the necessity for increased 
volume in agricultural production, Mr. 
Harriman pointed out how agriculture is 
more dependent than industry upon foreign 
trade since, in the past, 18 per cent of 
agricultural income has come from that 
source, as against 5 per cent of industrial 
income. He thus suggested a fully devel- 
oped program along lines which would 
give priority of export to those agricul- 
tural products which it is more important 
for us to sell abroad. 

In closing Mr. Harriman suggested that 
we “produce wealth to be fairly distributed, 
and not attempt the impossible of redis- 
tributing the bricks and mortar of now 
unproductive facilities’; that we simplify 
the issues and apply the acid test to every 
policy: “Will it assist in producing vol- 
ume?” 


x oO 


Worst Flood in History of Victorian Railways of Australia 


The above photograph recently received from the Victorian Railways indicates the damage 


suffered by these lines last December. 


The cost of rehabilitating the roadbed is estimated 


at nearly twice the railways’ total expenditures for flood repair work during the past 10 years. 
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Equipment and 
Supplies 





Canadian Government to Guarantee 
Equipment Issues 


Guarantee of equipment securities of the 
Canadian National and Canadian Pacific to 
a total of $15,000,000 is one of the fea- 
tures of Dominion Government legislation 
of which notice was given last week at 
Ottawa, to relieve unemployment in Can- 
ada. 

Inclusion of railway equipment in the 
government’s re-employment legislation 
had been predicted, but it had been ex- 
pected the amount would be double the 
figure named in the resolution. 


C. N. R. to Scrap Old Equipment 


President S. J. Hungerford of the Ca- 
nadian National has recommended to the 
board of trustees of that company that 
old equipment with a ledger value of $26,- 
165,784 be scrapped as follows: 200 loco- 
motives, $3,738,628; 11,682 freight cars, 
$14,681,415; 570 passenger train cars, $3,- 
357,081; 4,440 units of work equipment, 
$4,388,660. 


LOCOMOTIVES 


Tue NaTIONAL Rattways oF Mexico 
has ordered five locomotives of the 4-8-0 
type from the Baldwin Locomotive Works. 


FREIGHT CARS 


Tue Cuicaco, Burtincton & QuINcy 
will construct 500 composite gondola cars 
of 50 tons’ capacity in its own shops at 
Galesburg, IIll., beginning in June. Cor- 
Ten steel will be used in the bolsters, cross 
bearers, center sills and cover plates, while 
one end of each of 50 cars will be con- 
structed of the same material. This road 
is also contemplating the construction of 
250 hopper cars in its own shops. 


PASSENGER CARS 


DELAWARE RIVER JOINT COMMISSION.— 
The J. G. Brill Company has received the 
official order for 26 steel passenger cars 
and 2 spare truck replacement units from 
the Delaware River Joint Commission, the 
Federal Emergency Administration of 
Public Works having approved the con- 
tract for this equipment. This order was 
previously reported in the Railway Age of 
March 30. 


IRON AND STEEL 


Erte.—Allotment of $1,000,000 for a 
loan to the Erie to be used for purchasing 
15,000 tons of rail and the necessary fas- 
tenings was announced on April 13 by 
Public Works Administrator Harold L. 
Ickes. 


Continued on next left-hand page 
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then... 


_.. THE 
CAB SIGNAL 


PASSENGER TRAIN, while traveling through 
A rugged hilly country, passed a wayside 
signal showing a “clear” indication; this same 
indication appeared on the cab signal. When 
well into the block, the cab signal suddenly 
turned red. The engineman then proceeded 
cautiously, prepared tostop. Roundingacurve, 
he found the track obstructed by a landslide 
which had broken the pole line and signal 
wires. This instantly changed the cab signal 
indication to red. » » » » » » » 


Had this engine not been equipped with con- 
tinuous cab signals, the engineman would 
have had no warning of changed conditions. 
This actual experience is another proof of the 
importance of “Union” Coded Continuous 
Cab Signals, which give enginemen immediate 
information of changes in track conditions 
ahead, whether more or less restrictive. Write 
our nearest district office for details of the 
many operating and safety features of this 
modern signal system. » » » » » » 











NEW YORK 


A 


MONTREAL CHICAGO 
Sere SVALE & 


OPQ Union Switch & Signal Co. 


ST. LOUIS 


PENNSYLVANIA 








SAN FRANCISCO 
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Supply Trade 





Poor & Co. Annual Report 


The annual report of Poor & Co., Chi- 
cago, for 1934 shows a net profit of $296,- 
664, as compared with a loss of $236,998 
in 1933 and $480,875 in 1932. Sales in 
1934 totaled $4,512,442, as compared with 
$2,409,187 in 1933 and $2,184,426 in 1932. 
The consolidated statement of profit and 
loss as of December 31, 1934, as compared 
with 1933, follows: 


1934 1933 

Net sales (gross sales, less 

returns and allowances. .$4,512,441 $2,409,187 
Purchase and _ production 

cost of product sold, in- 

cluding purchased prod- 

ucts, labor, material and 

production expenses, but 

not including provision 

for depreciation ....... 3,351,945 1,854,761 





Gross profit on sales..... $1,160,496 $554,426 


Selling, administrative and 
royalty expenses, includ- 
ing salaries, commissions, 
traveling expenses, rent, 
taxes other than income 
taxes, royalties, etc., but 
not including interest, pat- 
ent expense and acquire- 
Wie GER.. vcs esocecess 


706,295 625,715 





Profit from operations.... $454,201 


Expenditures for patent 
rights, patents and ex- 
penses incident to the 
acquirement and _protec- 
tion of patents and patent 
RE ctuereeeeeceneeee 

Provision for amortization 
of patents of The Rail 
— Company and The 
ail Joint Company of 
GL EE exensecsas $9,388 

Provision for depreciation of 
buildings and equipment 84,982 87,582 


$71,289* 


$28,358 


$13,632 





Total patent and deprecia- 

Cle GUGMEE ccicccsces $122,728 $156,741 
Profit before deducting in- 

come taxes, interest, but 

not including interest and 

investment income _ re- 

ceived and profit from 

disposal of investments 











and fixed assets......... $331,473 $228,030* 
Interest received and _ in- 

come from _ investments 

and other income....... 127,186 74,158 
eee ee 159 
Excess of par value of 

bonds retired over cost 

of acquirement ........ 18,132 45,913 
Loss from disposal of se- 

curities and fixed assets. 21,500 5,144 
Profit before deducting in- 

come taxes and interest $455,291 $113,262* 
Bond interest and expense 116,717 123,736 
Profit before deducting in- 

GE GND vo a snscwesen SSSG,S74 lk ccece 
Provision for income taxes | rrr 
Net profit for period..... $296,664 $236,998* 





* Indicates loss 


Lewis Blair Williams, chairman of 
the board of the National City Bank, 
Cleveland, Ohio, has been elected a mem- 
ber of the board of directors of the Gen- 
eral Electric Company. 


The Carbide & Carbon Chemicals 
Corporation, New York, recently placed 
in operation a new plant at Whiting, Ind. 
The plant occupies part of a 30-acre tract 
of land lying between the main lines of the 
New York Central and Pennsylvania rail- 
roads. In addition to the increased pro- 
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duction from the Whiting plant, the cor- 
poration’s manufacturing facilities at 
South Charleston, W. Va., are being en- 
larged. 


Hynes Sparks has been appointed man- 
ager of eastern sales of the Symington 
Company and the Gould Coupler Com- 
pany, with headquarters at New York. 
Mr. Sparks has served for a number of 
years as assistant vice-president of both 
these companies at New York. 


A. H. Snyder, who has for many years 
occupied the position of designing engineer 
of the Gould Storage Battery Corpor- 
ation at Depew, N. Y., has been advanced 
to the position of research and develop- 
ment engineer for the company. In this 
capacity he will devote his entire time to 
fundamental problems relating to storage 
battery projects, design and manufacture. 


F. W. Sullivan has been appointed 
general manager of the Railroad Division 
of the Socony-Vacuum Oil Company, 
New York; R. R. Vinnedge remains as 
manager of eastern railroad sales, with 
headquarters at New York, and C. E. 
Manierre, recently appointed, heads the 
western organization operating out of Chi- 
cago. Mr. Sullivan was graduated from 
Lafayette College in 1908 and _ subse- 
quently was awarded an M.A. degree by 
Columbia University. He started work 
with the Vacuum Oil Company 18 years 
ago and for 15 years handled the indirect 





F. W. Sullivan 


markets. Mr. Sullivan made a study of 
railroad requirements from a lubrication 
standpoint, and has a wide experience as 
an executive in the Socony-Vacuum ad- 
vertising and marketing departments. 


OBITUARY 


John H. Whiting, chairman of the 
board of the Whiting Corporation, Har- 
vey, Ill, who died on April 6 of pneu- 
monia, was born in Sault Ste. Marie, 
Mich., on October 11, 1850, and for more 
than 50 years has been associated with 
the foundry equipment industry. He be- 
gan his business career as a clerk in the 
foundry of the Michigan Car Company, 
Detroit, Mich., and after holding various 
positions, became general superintendent of 
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the plant, which position he held for 20 
years. During that time he developed 
numerous short cuts and improvements in 
the manufacture of car wheels and ac- 
quired several car wheel patents, as well 
as those on improvements in cupola fur- 
naces and other equipment for foundries, 





John H. Whiting 


With this background he organized the 
Whiting Foundry Equipment Company in 
Harvey in 1894, which company later be- 
came the Whiting Corporation. He served 
as president and treasurer of the Whiting 
Corporation until November, 1925, when 
he was elected chairman of the board. 


Construction 





NorTHERN Pactric—This company has 
undertaken the reconstruction of a freight 
car repair shed at South Tacoma, Wash., 
which was destroyed by fire late in No- 
vember, 1934. The new shed, which will 
be of the open-type and of timber con- 
struction will cover four tracks and will 
be 106 ft. wide by 732 ft. long. The cen- 
ter bay, containing two tracks, will be 44 
ft. wide, while the outside bays, containing 
one track each, will be 31 ft. wide in each 
case. The center bay, which is to have 
a ridge skylight 10 ft. wide and 697 ft. 
long, will be equipped for a distance of 
374 ft. with two sets of steel I-beam run- 
ways suspended from the bottom chords 
of the roof trusses, each runway to be 
equipped with three 3-ton, single I-beam, 
underhung, hand-operated cranes with trol- 
leys. The center bay will have a concrete 
floor, while packed cinders rolled with 
emulsified asphalt or road oil will be used 
for the side bays. The structure will be 
roofed with a three-ply covering of as- 
bestos felt and asphalt. The construction 
work will be carried out by company 
forces. 


WasasH.—This company has awarded 
a contract to John Marsch, Inc., Chicago, 
for grading work in connection with the 
construction of the approaches to the pro- 
posed bridge across the Missouri river at 
St. Charles, Mo. The contract will in- 
volve 1,035,000 cu. yd. of grading at a 
cost of $324,800. 


Continued on next left-hand page 
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Points to Remember 














In Buying Boiler Feed Apparatus 
for Locomotive Boilers 


How do they operate—with live or exhaust steam ? 

Do they amortize their cost through savings in fuel and water ? 
Does their use increase sustained drawbar pull ? 

Have they continually moving parts ? 

Have they ease of operation ? 

What is their efficiency of operation ? 


What is their initial cost ? 


Before you buy, write for particulars on the Elesco exhaust steam 
injector... the type of exhaust steam injector on more than 20,000 


(at) E\X WN locomotives throughout the world. Information cheerfully given 
ELIENCO g yg 


—no obligation. 





THE SUPERHEATER COMPANY 


Representative of AMERICAN THROTTLE COMPANY, Inc. 


60 East 42nd Street Be Peoples Gas Building 


NEW YORK 4 CHICAGO 


‘WE DO OUR PART 


A-971 Canada: The Superheater Company, Limited, Montreal 


Superheaters - Feed Water Heaters - Exhaust Steam Injectors - Superheated Steam Pyrometers - American Throttles 
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Financial 





AtcHIson, TopeEKA & SANTA FE.—An- 
nual Report—The 1934 annual report of 
this company shows net income, after in- 
terest and other charges, of $7,001,314, as 
compared with net income of $3,698,671 in 


1933. Selected items from the income 
statement follow: 
Increase 
or 

1934 1933 Decrease 
Average 
Mileage 
Operated 13,319,21 13,527.99 —208.78 
RaILWay 
OPERATING 
Revenues $128,093,947 $119,826,436 +$8,267,510 





Maintenance 
of way 16,537,881 
Maintenance 

of equipment 30,843,587 
Transportation 

—Rail 43,816,636 


15,417,927 
27,849,272 
40,596,814 


+1,119,953 
+2,994,314 
+3,219,822 





Torta 
OPERATING 
EXPENSES 


Net 
REVENUE 
From 
OPERATIONS 
Railway tax 
accruals 


93,803,317 


102,083,479 +8,280,161 





26,010,468 
10,352,827 


26,023,118 
11,398,972 


—12,650 
—1,046,145 





Railway oper- 
ating income 
Equipment 
rents— 

Net Cr. 

Joint facility 
rents— 


Net Dr. 


15,622,417 14,575,195 41,047,222 


330,223 77,611 —252.611 


723,322 691,046 +32,276 





Net Rattway 
OPERATING 
INCOME 


15,229,318 
Other income 


13,961,760 
4,950,532 


+1,267,558 
2,996,066 


+1,954,466 





Gross 


INCOME 20,179,850 16,957,826 +3,222,024 





Rents for 
leased roads 
and other 
charges 314,565 


NetIncome $7,001,314 


380,893 


$3,698,671 


—66,328 
+3,302,643 





BesseMerR & LAKE Erte—Annual Re- 
port.—The 1934 annual report of this com- 
pany shows net income, after interest and 
other charges, of $817,754, as compared 
with net income of $1,800,705 in 1933. 
Selected items from the income statement 
follow : 























Increase 
or 
1934 1933 Decrease 

RaILWway 

OPERATING 

REVENUES $8,304,765 $6,742,868 +$1,561,896 
Maintenance 

of way 1,161,232 698,456 +462,776 
Maintenance 

of equipment 3,356,708 2,204,143 41,152,565 
Transportation 1,702,604 1,389,065 +313,539 
Tota. 

OPERATING 

EXPENSES — 6,810,295 4,808,866 +2,001,429 
Operating ratio 82.00 71.32 +10.68 
Net REvENvE 

From 

OPERATIONS 1,494,470 1,934,002 —439,532 
Railway tax 

accruals 382,902 331,850 +51,051 
Railway-oper- 

ating income =_:1,111,551 1,602,124 -—490,573 
Hire of freight 

cars 99,698 17,087 +82,611 
Non-operating 

income 283,404 380,823 —97,418 
Gross IncoMe§ 1,394,956 1,982,947 —587,991 
Rent for leased 

roads 5,972 5,972 
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Interest on 








funded debt 524,133 540,783 —16,650 
Totat Depuc- 
TIONS FRoM 
Gross INcoME 577,201 182,241 +394,959 
Net INCOME $817,754 $1,800,705 -$982,951 


CANADIAN NatTIONAL.—Bonds.—An_is- 
sue of $35,000,000 of nine-year 3 per cent 
bonds of this company was oversubscribed 
when offered to the public by Canadian 
bankers on April 16. On the preceding 
day an issue of three-year 2 per cents to- 
taling $13,400,000 was likewise oversub- 
scribed. The 3 per cents were offered at 
98.5 to yield 3.2 per cent and the 2 per 
cents were offered at 99.28 to yield 2.25 
per cent. The proceeds of the issues, 
which are guaranteed by the Dominion 
government, will be used to meet matur- 
ing obligations and to pay off $35,000,000 
of 4% per cent bonds of 1968 which have 
been called at 103. 


CentraL R. R. Co. or New Jersey.— 
Annual Report—The 1934 annual report 
of this company shows net deficit, after 
interest and other charges, of $1,536,070, 
as compared with a net deficit of $2,309,738 





























in 1933. Selected items from the income 
statement follow: 
Increase 
1934 1933 D 
ecrease 
Average Mile- ™ 
age Operated 687.99 689.89 -1.90 
RaILWay 
OPERATING 
Revenves $29,022,115 $27,401,329 +$1,620.786 
Maintenance 
of way 1,653,108 1,825,578 -172,469 
Maintenance 
of-equipment 4,972,514 5,098,950 —126,436 
Transportation 
—Rail 11,462,692 10,825,194 +637 ,498 
Tota. 
OPERATING 
EXPENSES . 20,247,792 19,648,591 +599,201 
Operating ratio 69.77 71.71 -1.94 
Net REVENUE 
From 
OPERATIONS 8,774,322 7,752,737 41,021,584 
Railway tax 
accruals 4,545,868 4,500,327 +45,540 
Hire of 
equipment 1,030,272 910,732 +119,539 
Joint facility 
rents 116,369 84,503 +31,865 
Net Rattway 
OPERATING 
INCOME 3,060,752 2,253,767 +803,984 
Non-operating 
income 1,037,824 1,196,203 —158,379 
Gross INcoME 4,098,576 3,449,971 +648,605 
Rent for leased 
roads 2,385,014 2,384,793 +220 
Interest on 
funded debt 2,573,421 2,648,877 —75,456 
Totat Depuc- 
TIONS From 
Gross INcoME 5,634,647 5,759,709 -125,062 
NetIncome *$1,536,070 *$2,309,738 +773,667 





* Deficit 


Cuicaco & NortH WeEstTeRN.—Defers 
Interest—Fred W. Sargent, president of 
this company, has announced that it will 
invoke the 60-day grace period in the in- 
denture of its convertible 434 per cent 
bonds due 1949, and will not pay the 
interest due May 1. Interest due on this 
issue at that date totals $1,717,000, while 
total payments due on that date, including 
equipment trust maturities, totals approxi- 


mately $4,600,000. 


Cuicaco & NortH WESTERN. 





Annual 
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Report—The 1934 annual report of this 
company shows net deficit, after interest 
and other charges, of $8,276,193, as com- 
pared with net deficit of $7,875,418 in 1933, 
Selected items from the income statement 
follow: 

















Increase 
or 
1934 1933 Decrease 
Average Mile- 
age Operated 8,441.27 8,441.12 +.15 
RAILWAY 
OPERATING . 
REveENvES $75,893,418 $73,394,500 +$2,498,917 
Maintenance 
of. way 10,776,858 9,559,665 +1,217,193 
Maintenance 
of equipment 15,528,401 14,649,652 +878,749 
Transportation 29,403,294 28,133,362 +1,269,932 
_— 
ATING 
Euvanens 61,811,819 57,714,969 +4,096,850 
Operating ratio 81.45 78.64 +2.81 
go REVENUE 
ROM 
OperATIONS 14,081,598 15,679,531 —1,597,933 
Railway tax 
prince 6,106,055 6,875,102 —769,047 
Equi nt rents 
—— ~ 2,538,017 2,551,660 —13,642 
int facility 
sin Home oy 216,748 191,939 +24,809 
= RAILWAY 
NG 
econin 5,202,104 6,031,714 829,609 
Non- atin 
ae om 3,337,741 3,442,155 -104,413 
,o 8,539,846 9,473,869 —934,022 
Interest on 
fended debt 15,723,887 16,020,286 —296,398 
Net Dericir $8,276,193 $7,875,418 +$400,775 


Cutcaco Great WESTERN.—Annual Re- 
port——The 1934 annual report for this sys- 
tem shows net deficit, after interest and 
other charges, of $612,405, as compared 
with net deficit of $523,188, in 1933. Se- 
lected items from the income statement 
follow: 





























Increase 
or 
1934 1933 Decrease 
Average Mile- rs 
age Operated 1,517.72 1,518.75 $1.03 
RAILWAY 
OPERATING se 
REVENUES $15,491,939 $14,575,179 +$916,759 
Maintenance = 
of way 1,965,496 1,820,821 +144,675 
Maintenance 7 
of equipment 2,188,006 1,971,249 +216,756 
Transportation 5,841,331 5,382,552 +458,77 
—_ 
PERATING 
EXPENSES 11,291,717 10,322,113 +969 ,603 
Operating ratio 72.89 70.82 +2.07 
ee REVENUE 
ROM 
OPERATIONS 4,200,221 4,253,066 —52,844 
Railway tax 
porns. Me 692,715 675,534 +17,180 
Railway oper- 
ating lesmae 3,502,212 3,572,524 —70,311 
Equipment 
camieodiat Dr. 1,413,762 1,402,240 411,522 
Joint facility 
rents—Net Dr. 887,950 889,369 -1,418 
ye RAILWAY 
PERATING 
INCOME 1,200,498 1,280,914 —80,415 
Non-operating ae 
aaouae 149,897 175,553 —25,655 
Gross IncoME 1,350,396 1,456,467 -106,071 
Rent for leased as 
promt 126,854 79,182 +46,671 
Interest on ae 355 
funded debt 1,746,850 1,787,206 —40,3 
ee he te 
Totat Depuc- 
TION FroM a . ase 
Gross IncoME 1,962,801 1,979,655 -16, 
pct: | alpen ited aa aioe ee 
Net Dertcrr $612,405 $523,188 + $89,216 


Cutcaco & EasterN ILitnors.—Hearing 
on Reorganization Postponed—The Inter- 


Continued on next left-hand poge 
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state Commerce Commission has postponed 
from April 15 to June 15 the hearing on 
a plan for a reorganization of this com- 
pany. 


Cuicaco, INDIANAPOLIS & LouISVILLE.— 
Abandonment.—This company has applied 
to the Interstate Commerce Commission 
for authority to abandon lines between Mc- 
Coysburg, Ind., and Dinwiddie, 35.9 mi., 
and between Bedford and Bloomfield, 40 
mi. 


Cuicaco, St. Paut, Minneapous & 
OmAHA.—Annual Report—The 1934 an- 
nual report of this company shows net 
deficit, after interest and other charges, 
of $1,923,210, an increase of $862,985 over 
net deficit in 1933. Selected items from 
the income statement follow: 








Increase 
or 

1934 1933 Decrease 
Average Mile- 
age Operated 1,660.58 1,702.69 —42.11 
RAILWAY 
OPERATING 
REvENvES $14,848,618 $14,527,599 +4$321,018 
Maintenance 
of way 1,789,582 1,484,302 +305,280 
Maintenance 
of equipment 2,341,493 2,195,377 +146,116 
Transportation 
—Rail 6,952,398 6,268,811 +683,587 
TOTAL 
OPERATING 
EXPENSES 


N 12,490,880 11,206,511 41,284,368 
Operating ratio 84.12 77.14 +6.98 





Net Revenve 

















From 

OPERATIONS 2,357,738 3,321,088 -963,350 
Railway tax 

accruals 895,771 936,848 —41,077 
Equipment 

rents—Net 536,089 478,966 +57,123 
Joint facility 

rents—Net 316,875 360,485 —43,610 
Net Rattway 

OPERATING 

INCOME 601,984 1,537,543 —935,558 
Non-operating 

income 85,192 89,538 —4,346 
Gross INCOME 687,177 1,627,082 —939,904 
Interest on 

funded debt 2,400,437 2,444,606 —44,168 
Total fixed 

charges 2,605,904 2,682,573 —76,668 
Net Dericir $1,923,210 $1,060,225 +4$862,985 


Erte.—Bernet Authorized to Serve as 
Director—The Interstate Commerce Com- 
mission has authorized J. J. Bernet, presi- 
dent of the Chesapeake & Ohio and the 
Pere Marquette, to serve as a director of 
the Erie in addition to holding other rail- 
road offices. 


Hirt Crry.—Abandonment.—The Inter- 
state Commerce Commission has author- 
ized this company to abandon its entire 
railroad extending from Hill City, Minn., 
to Mississippi Junction, 17.5 miles, and to 
abandon operation under trackage rights 
over the Great Northern from Mississippi 
Junction to Swan river, 6.7 miles. 


ILttrnois CENTRAL.—Annual Meeting.— 
George A. Ellis, attorney of New York, 
was elected a director of this company at 
the annual meeting on April 17, succeeding 
H. W. de Forest. President L. A. Downs 
told the stockholders that, whereas gross 
revenues had increased 6.8 per cent in the 
first quarter this year over the same period 
last year, expenses had increased in even 
greater proportion. 


Lourstana & NortHwest.—Reorganiza- 
tion Petition Filed—This company has 
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filed in the federal district court for the 
southern district of New York and with 
the Interstate Commerce Commission a 
petition under the federal bankruptcy law 
stating that it is unable to meet its debts 
as they mature and desires to effect a plan 
of reorganization. 


LenicH & Hupson River.—Annual Re- 
port—The 1934 annual report of this com- 
pany shows net income, after interest and 
other charges, of $184,337, as compared 
with net income of $214,940 in 1933. Se- 
lected items from the income statement 


follow: 
Increase or 


























1934 1933 decrease 
RAILWAY 
OPERATING 
REVENUES $1,447,588 $1,443,351 +$4,237 
Maintenance 
of way 173,020 151,076 +21,943 
Maintenance 
of equipment 239,646 230,219 +9,426 
Transportation 487,801 486,374 +1,426 
TOTAL 
OPERATING 
EXPENSES 1,025,870 982,742 +43,127 
Operating 
ratio 70.9 68.1 +2.8 
Net REVENUE 
FROM 
OPERATIONS 421,718 460,608 —38,889 
Railway tax 
accruals 123,608 132,674 —9,066 
Hire of 
equipment rents 83,739 85,048 —1,308 
Joint facility 
rents 62,648 61,548 +1,100 
Net Rattway 
OPERATING 
INCOME 151,689 181,336 —29,647 
Non-operating 
income 33,588 34,117 —528 
Gross INcoME 185,278 215,454 —30,176 
TOTAL 
DEDUCTIONS 
FROM GROSS 
INCOME 941 513 +427 
Net IncoME $184,337 $214,940 -$30,603 





Lenich & New EnNcLanp.—Bonds.— 
The syndicate headed by Kidder, Peabody 
& Co., which purchased at 98 the issue of 
$6,400,000 of general mortgage 4 per cent 
Series A bonds of this company, due 1965, 
offered them to the public at 100. 


LenicH & New EncLanp.—Annual Re- 
port—The 1934 annual report of this com- 
pany shows net income, after interest and 
other charges, of $362,577, as compared 
with net income of $300,338 in 1933. Se- 
lected items from the income statement 
follow: 

Increase or 


1934 1933 decrease 
RAILWAY 
OPERATING 
REVENUES $3,455,843 $3,000,725. +$455,118 





Maintenance 











of way 435,568 358,380 +77,187 
Maintenance 

of equipment 769,814 635,581 +4134,233 
Transportation 1,200,106 1,064,708 +135,397 
ToTaL 

OPERATING 

EXPENSES 2,666,757 2,300,106 +366,650 
Operating 

ratio 77.17 76.65 +.52 
Net REVENUE 

FROM 

OPERATIONS 789,086 700,618 +88,468 
Railway tax 

accruals 82,065 87,364 —5,298 
Railway 

operating 

income 706,923 613,144 +93,779 
Hire of 

freight cars 

—Cr. 164,981 175,508 —10,527 
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Net RatLway 














OPERATING 

INCOME 761,745 702,257 +59,488 
Non-operating 

income 28,138 28,531 -393 
Gross INCOME 789,884 730,789 +59,095 
Interest on 

funded debt 398,234 402,869 —4,634 
TOTAL 

DEDUCTIONS 

FROM Gross 

INCOME 427,306 430,450 —3,144 
Net INCOME $362,577 $300,338  +$62,239 





Lone Istanp.—Annual Report—The 
1934 annual report of this company shows 
net income, after interest and other 
charges, of $328,522, a decrease of $1,- 
913,826 as compared with net income in 
1933. Selected items from the income 
statement follow: 











Increase 
or 
Decrease 
Compared 
1934 1933 
Average Mileage Oper 
OE 2 ca-ckiocscateaces 396.74 —3.49 
RAILWAY OPERATING 
TROVENUNE ccc ccccceces $24,227,480 +$158,898 
Maintenance of way..... 2,013,387 +330,102 
Maintenance of equip- 
rer rr et ee 3,734,512 +435,183 
Transportation ......0e+ 10,412,005 +805,749 
Totat Operating’ Ex- 
eee ee 17,146,581 41,760,593 
Cer FARID « cccccccce ceccseese sipecaineuiee 
Net Revenve From Op- 
eg, ee ee 7,080,898  -—1,601,695 
Railway tax accruals.... 2,595,547 +245,391 





Railway operating income 4,475,781 -1,848,033 
ire of equipment—Dr. 486,844 +32,602 
Joint facility rents—Dr. 1,616,015 —22,899 





Net Rarrway OPERATING 
errr eee 2,372,921 -1,857,735 








Non-operating income . 505,219 —48,399 
Gross INCOME ........-- 2,878,141 -1,906,135 
Rent for leased roads.... | eee 
Interest on funded debt.. 2,060,385 —105,381 





Totat Depuctions From 
Gross INCOME ........ 2,549,619 +7,690 


$328,522 —$1,913,826 





War INCOME .cccccccc. 





MINNEAPOLIS & St. Louts.—Foreclosure 
Sale—The public sale of the Minneapolis 
& St. Louis scheduled for April 12 was 
postponed again for the lack of purchasers. 
A new sale date was set for June 11. 

The Minnesota House of Representa- 
tives, on April 13, adopted a resolution 
opposing the proposed dismemberment of 
the railroad and recommending to the In- 
terstate Commerce Commission that the 
present management be permitted to reor- 
ganize the road. 


Mtssouri-Pactric.—Bondholders’ Com- 
mittee—A protective committee, headed 
by E. C. Delafield, vice-president of the 
City Bank Farmers Trust Company (New 
York), representing holders of this com- 
pany’s general mortgage four per cent 
bonds due 1975, has asked holders of these 
securities to authorize it to act for them 
in the proceedings under Section 77 of the 
Bankruptcy Act, and in other matters. 


New York CentraL.—B. & A. Bonds.— 
A syndicate of 13 firms headed by the 
First Boston Corporation is offering $9,- 
000,000 of main line first mortgage 4% 
per cent Series A bonds of the Boston & 
Albany, guaranteed by the New York Cen- 
tral—subject to approval of the Interstate 
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(O02 APPLICATIONS 


Insure _ ee 
Maximum 
| Economie 












and Maximum Efficiency 


VERY leak or blow in the valves or cylinders reflects 


upon the performance of your power. 


To insure maximum efficiency you need the wear-resisting 
qualities of HUNT-SPILLER Air Furnace GUN |RON 
Bushings, Bull Rings and Packing Rings. 


Operating records will show fewer failures, less frequent 





terminal delays, faster freight train speeds and lower main- 
tenance costs. Locomotives completely equipped with 


H S GI Parts are the best revenue producers. 


HuntT-SPILLER ; CORPORA RATION 


J.G. Platt. Pres. & Gen. Mgr. W. Ellet, Vice~ President. 
c 








Office & Works 
383 Dorchester Ave. South Boston, 27, Mass. 
Canadian Representative: Joseph Robb & Co., Ltd., 70 North Bank Rd., Montreal, P. Q. 
Export Agent for Latin America: 
International Rwy. Supply Co., 30 Church Street, New York, N. Y. 


HUNT’ SPILLER 
Air Furnace GUN | RON 
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Commerce Commission and state authori- 
ties. The offering price is 9634, to yield 
about 5 per cent. 

Chairman Jones, of the R. F. C., in dis- 
cussions of the New York Central financ- 
ing has suggested that some $63,000,000 
of bank loans be placed on a five or ten 
year basis with interest reduced to 4 per 
cent. 


New York, New Haven & Hartrorp.— 
Annual Meeting—President Howard S. 
Palmer told the stockholders at their 
annual meeting on April 17 of the 
strenuous, and_ successful, efforts the 
management is making to reduce expenses. 
“Operating results for the first quarter of 
1935,” said Mr. Palmer, “show that gross 
revenues were approximately $1,000,000 
less than in the same period last year. 
However, operating expenses during the 
same period have been reduced by $850,- 
000, notwithstanding an increase of ap- 
proximately $425,000 because of the in- 
crease in labor rate through restoration of 
5 per cent of the reduction made in 1932, 
and an increase of $130,000 in cost of fuel. 
In other words, while the reduction in 
expenses was actually $850,000, had it not 
been for increased expenditures, which 
were beyond the control of the manage- 
ment, the reduction would have been ap- 
proximately $1,400,000 for the first three 
months of this year compared with the 
same period in 1934.” 

The stockholders authorized an issue of 
$50,000,000 of (first and refunding 
mortgage bonds for the purpose of paying 
funded indebtedness or reimbursing the 
treasury for indebtedness or for capitol 
expenditures. 


Preorta & PEKIN Union.—Annual Re- 
port.—The 1934 annual report of this com- 
pany shows net income, after interest and 
other charges, of $98,739, as compared 
with net income of $141,225 in 1933. 
Selected items from the income statement 
follow: 


Increase 
or 
1934 1933 Decrease 
Rattway OPERATING 
REVENUES $919,883 $917,672 +4+$2,210 





100,720 130,643 —29,923 


96,124 83,380 +12,743 
433.674 405,928 +27,746 





Maintenance of way 

Maintenance of 
equipment 

Transportation 





Totat OPERATING 


EXPENSES 754,806 724,630 +30,176 








Net REVENUE 
FroM OPERATIONS 165,076 193,042 -27,966 
Railway tax accruals 102,941 151,874 -—48,933 


Railway. 
operating income 62,128 40,992 421,135 





Net Railway 
OperatTiInG INcoMe 247,835 295,041 -47,205 
Non-operating income 28,666 28,140 +526 








Gross INCOME 276,502 323,181 -46,679 
Rent for leased roads 1,500 1,500 aden 
Interest on 

funded debts 171,085 175,061 —3,975 
Totat Depvuctions 

From Gross IncoME 177,763 181,956 -—4,193 








Net INcoME $98,739 $141,225 -—$42,486 


Texas & PaciFic.—Annual Report— 
The 1934 annual report of this company 
shows net income, after interest and other 
charges, of $1,031,943, as compared with 
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net income of $103,758 in 1933. Selected 
items from the income statement follow: 





























Increase 
or 

1934 1933 Decrease 
RAILWAY 
OPERATING 
REVENUES $22,289,955 $20,229,967 +$2,059,988 
Maintenance 
of way 2,305,457 1,999,463 +305,994 
Maintenance 
of equipment 3,825,446 3,528,753 +296,692 
Transportation 
—Rail 6,584,467 6,168,944 +415,523 
ToTAL 
Operating ratio 67.79 68.51 -.72 
OPERATING 
EXPENSES 15,110,840 13,858,987 41,251,853 
Net REVENUE 
From 
OPERATIONS 7,179,114 6,370,979 +808,135 
Railway tax 
accruals 1,205,206 1,189,302 +15,904 
Railway oper- 
ating income 5,961,063 5,166,973 +794,089 
Equipment and 
joint facility 
rents—Net Dr. 1,228,311 1,224,420 +3,891 
Net Rattway 
OPERATING 
INCOME 4,732,752 3,942,553 +790,198 
Non-operating 
income 367,039 335,516 +31,523 
Gross InNcoME 5,209,474 4,346,014 +863,459 
Interest on 
funded debt 4,123,302 4,184,836 —61,533 
TotaL Depuc- 
TIONS From 
Gross INcoME 4,177,530 4,242,256 —64,725 
Net Icome $1,031,943 $103,758 +$928,185 





Average Prices of Stocks and of Bonds 


Last Last 
Apr. 16 week year 
Average price of 20 repre- 
sentative railway stocks.. 72.33 71.73 79.97 
Average price of 20 repre- 
30.87 30.80 47.05 


sentative railway bonds.. 
Dividends Declared 


Bangor & Aroostook,—62c, quarterly; Pre- 
ferred, $1.75, quarterly, i? payable July 1 to 
holders of record May 

Cleveland, Ciacianal, Phicnte & St. Louis.— 
Preferred, $1. 25, quarterly, payable April 30 to 
holders of record April 20. 

Kansas City, St. Louis & Chicago.—6 Per Cent 
Guaranteed Preferred, $1.50, quarterly, payable 
May 1 to holders of record April 17. 


Railway 
Officers 





EXECUTIVE 


S. H. Osborne, division engineer of 
the Union Pacific, with headquarters at 
Denver, (Col.), has been appointed as- 


sistant to executive vice-president of the. 


system in charge of safety, with headquar- 
ters at Omaha, Neb., succeeding G. H. 
Warfel. 


FINANCIAL, LEGAL AND 
ACCOUNTING 


Marvin B. Pears, who has been ap- 
pointed general claim agent of the South- 
ern Pacific Lines in Texas and Louisiana, 
with headquarters at New Orleans, La., 
was born on June 29, 1900, at Oxford, 
Miss. He entered railway service on July 
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6, 1917, with the Illinois Central, serving 
in a clerical capacity at Water Valley, 
Miss., until August, 1918, when he left 
the service to join the United States Army, 
From February to November, 1919, Mr. 
Pears served with the American Railway 
Express Company (now Railway Express 
Agency) at Memphis, Tenn., then going 
with the Yazoo & Mississippi Valley (part 
of the I. C. Sys.), where he served in 
various clerical capacities at Vicksburg, 
Miss. In September, 1924, he was ap- 
pointed claim agent of the Alabama & 
Vicksburg (now part of the I. C. Sys.) at 
Vicksburg. In June, 1926, Mr. Pears was 
appointed claim agent for the Illinois Cen- 
tral at Jackson, Miss., and in January, 
1928, he was advanced to special claim 
agent for the system, with headquarters at 
Chicago. In September, 1928, after a short 
period of service with the Y. & M. V,, 
Mr. Pears went with the Southern Pa- 
cific as claim agent at Lafayette, La, 
which position he continued to hold until 
his recent appointment. 


G. A. Anderson, auditor of disburse- 
ments for the Minneapolis & St. Louis, 
has been appointed general auditor in 
charge of the accounting department at 
Minneapolis, succeeding A. E. Smith, 
comptroller, deceased. 


ENGINEERING AND 
SIGNALING 


C. W. Pitts, assistant engineer of the 
Union Pacific, has been appointed division 
engineer, succeeding §. H. Osborne, pro- 
moted., 


L. W. Althof, roadmaster on the Ore- 
gon Short Line at Dillon, Mont., has been 
appointed division engineer on the Ore- 
gon-Washington Railroad & Navigation 
Co., with headquarters at Portland, Ore., 
succeeding H. A. Roberts, deceased. Both 
of these roads are units of the Union Pa- 
cific System. 


PURCHASES AND STORES 


F. B. Matthews has been appointed 
purchasing agent for the Minneapolis & 
St. Louis, with headquarters at Minneap- 
olis, succeeding E. C. Hoffman, resigned. 


OBITUARY 


H. A. Roberts, division engineer on 
the Oregon-Washington Railroad & Navi- 
gation Co. (a unit of the Union Pacific 
System) at Portland, Ore., died at that 
point on April 6. 


C. C. Marlor, secretary and treasurer 
of the Railway Real Estate Association 
and land assistant of the Western Group 
of the President’s Conference Committee 
on Federal Valuation of Railroads at Chi- 
cago, died on March 13. 


Judge G. E. Cassel, who retired in 
1926 as publicity agent of the Norfolk & 
Western, died at his home in East Rad- 
ford, Va., on April 10 after a long illness. 
He was in his 79th year. 
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Fortieth Annual Report of the Atchison, 
Topeka & Santa Fe Railway Company 


OFFICE OF 


Tue ATCHISON, TOPEKA AND SANTA FE RaILway SYSTEM, 
120 Broadway, New York City 


February 26, 1935. 


To the Stockholders: 


Your Directors submit the following report for the fiscal year 
January 1, 1934, to December 31, 1934, inclusive. 


INCOME AND PROFIT AND LOSS STATEMENT 
The following is a summary of the transactions of the System 


for the years ending December 31, 1933 and 1934: 


Operating revenues .....eeee eres eeees 
Operating expenses ...eseeeeeeeseeees 


Net operating revenues........... 
Railway tax accruals.....ccccceceeseece 
Uncollectible railway revenues........- 
Equipment and joint facility rents...... 


Net railway operating income...... 


Other income ........ PRT) SE rer ies 
Grass INCOME: 6.6.6sckcecccccscecees 
Miscellaneous tax accruals............+ 


Rent for leased roads and other charges. 


Interest on bonds, including accrued in- 
terest on adjustment bonds.......... 


Net corporate income (representing 
amount available for dividends an 
MED -4:c-cccincirecieauseueeeesenwee 

Surplus to credit of Profit and Loss 
= See eee 


ME. Ata ia elenie ue eeeee 6s 


Appropriations for the year: 


DivIDENDS ON PREFERRED STOCK— 
No. 72 (24%%) paid 
August 1, 1934.... $3,104,320.00 
No. 73 (214%) paid 
February 1, 1935.. 3,104,320.00 


DivipEND on ComMMon StocK— 
No. 109 (2%) paid 
September 1, 1934 _........... 
Ss. F. & S. J. V. Ry. Co. Bonds Sinking 


‘Surplus appropriated for 
investment in physical 


re een $34,411.20 
Loss on retired road and 

CAUIDMERE 2.000.00000 2,759,317.51 
Miscellaneous debits—Net 33,559.61 


Donations in connection with industry 
MG SUES ab oalniwscewica ee arewcenas 


1933 
93,803,317.97 


1934 


$119,826,436.87 $128,093,947.63 


102,083,479.45 





$26,023,118.90 
11,398,972.92 


$26,010,468.18 
10,352,827.70 








48,950.57 35,222.57 
613,435.00 393,099.33 
$13,961,760.41 $15,229,318.58 
2,996,066.54 4,950,532.15 
$16,957,826.95 $20,179,850.73 
74,633.51 60,604.50 
380,893.52 314,565.42 





$16,502,299.92 
12,803,628.74 


$19,804,680.81 
12,803,366.80 





$3,698,671.18 
Se 


$6,208,640.00 


4,854,120.00 
7,900.00 


$7,001,314.01 
309,328,569.17 


$316,329,883.18 


11,070,660.00 





$2,827,288.32 


34,411.20 


$305,259,223.18 


2,792,877.12 





Surplus to credit of Profit and Loss, December 31, 1934. 


$302,466,346.06 


COMPARISON OF OPERATING RESULTS 


The following is a statement of revenues and expenses of the 
System for the year ending December 31, 1934, in comparison 


with the previous year: 























Pgh ge | Pgh yg | —— or 
ec. 31, ec. 31, ecreasé 
OPERATING REVENUES: ° 
(CESSES as Sak ee $104,720,630.36 $97,426,943.40 $7,293,686.96 
Passenger. eee 11,970,641.70 12,202,075.73 231,434.03 
Mail, express, and miscellaneous... 11,402,675.57 10,197,417.74 1,205, 257.83 
Total operating revenues........ $128,093,947.63 $119,826,436.87 $8,267,510.76 
OPERATING EXPENSES: 
Maintenance of way and structures.  $16,537,881.01 .. $15,417,927.63 $1,119,953.38 
Maintenance of equipment........ 30,843,587.50 27,849,272.62 2,994,314.88 
raffic..... Hey oer 4,467,868.07 4,482,381.36 14,513.29 
Transportation—Rail MN sg -oreik- a 43,816,636.85 40,596,814.74 3,219,822.11 
Miscellaneous operations.......... 17,421.15 62,595.41 54,825.74 
cece ee rene 6,396,937.47 5,542,192.79 854,744.68 
Transportation for investment—Cr 96,852.60 147,866.58 51,013.98 
Total operating expenses........ $102,083,479.45  $93,803,317.97 $8,280,161.48 
Net operating revenue.............. $26,010,468.18  $26,023,118.90 $12,650.72 
ated WR INN 5 r6:555- 0.6/0 0:0:0:0. $10,352,827.70 $11,398,972.92 1,046,145.22 
neollectible railway revenues. ...... 35,222.57 48,950.57 728. 
Railway operating income. ........ $15,622,417.91  $14,575,195.41 $1,047,222.50 
j quipment rents—Net—Cr.......... 339,223.37 77,611.56 252,611.81 
oint facility rents—Net—Dr........ 723,322.70 691,046.56 32,276.14 





Net railway operating income 


$15,229,318,58 


$13,961,760.41 


$1,267,558.17 


TREASURY 


Neither this Company nor any of its affiliated companies has 
any notes or bills payable outstanding in the hands of the public. 

The Company held in its treasury at December 31, 1934, $29,- 
114,439.23 cash, and in addition owned $24,530,250.00 of United 
States Government securities which are carried at cost of $24,- 
703,874.12 in the general balance sheet. 


TAXES 


Federal, state, local, and miscellaneous railway tax accruals 
for the year 1934 aggregate $10,352,827.70, a decrease of $1,046,- 
145.22 compared with the year 1933. A comparison of these 
accruals for the two years is presented in the following table: 








Increase or 
1934 1933 Decrease 
FEDERAL TAXES: 
MIE inactcciio ccidcescscesaw ges SO! ee $119,000.00 
SO ee 356,778.00 $531,495.00 174,717.00 
Misoellaneous................ 32,485.57 21,599.94 10,835.63 
ee $508,263.57 $553,094 94 $44,831.87 
STATE, LOCAL AND 
MISCELLAN Pei geieaia se 9,844,564.13 10,845,877.98 1,001,813.85 
ee ee $10,352,827.70 $11,398,972.92 $1,046,145.22 
GENERAL 


In the calendar year 1934 there was a gain in freight carloading 
of 79,393 cars, or 6.8 per cent, and in freight earnings of $7,293,- 
687, or 7.5 per cent. There was an increase in total miles traveled 
by passengers of 15.14 per cent, nearly sufficient to offset the 
lower fares now in effect, the decrease in passenger earnings 
being 1.9 per cent. The increase in carloadings would doubtless 
have been considerably greater except that in much of the terri- 
tory served by your Company there occurred the most severe 
general drouth in the history of this Company. 


As mentioned in last year’s annual report, your Company’s 
preferred stockholders are entitled to non-cumulative dividends 
in each fiscal year ending June 30th at such rate not exceeding 
5 per cent as shall be declared by the Board of Directors, in 
preference and priority to any payment in or for such fiscal 
year of any dividend on the common stock but only from un- 
divided net profits for such year when and as determined by 
the Board. The full dividend was earned on the preferred 
stock for the fiscal year ended June 30, 1934, and declared and 
paid in semi-annual installments of $2.50 each on August ‘1, 
1934, and February 1, 1935, respectively. On June 26, 1934, a 
dividend of $2.00 per share was declared for the year com- 
mencing July 1, 1933, and ending June 30, 1934, on the common 
stock and paid September 1, 1934, out of accumulated surplus, 
approximately one half of the amount so paid having been 
earned in said fiscal year. 


Gross expenditures for additions and betterments in 1934 were 
$2,285,114, being limited to necessary requirements. No new 
equipment was purchased, our equipment being adequate. Expen- 
ditures for additions and betterments for the current year will 
aggregate somewhat more than last year. 


The 10 per cent wage reduction which has been in effect since 

February 1, 1932, was modified effective July 1, 1934, making 
the reduction 7%4 per cent from that date to January 1, 1935, 
and 5 per cent to and including March 31, 1935, at which time 
the basic rates will be restored. No notice of change in basic 
wage rates can be served prior to May 1, 1935. The payroll 
was increased during the last 6 months of 1934 in the total 
amount of $854,933, due to the restoration of 2%4 per cent of 
the basic wage. 
; During 1934 your Company paid out in voluntary pensions to 
its retired employees $1,023,905.85, there being 1824 pensioners 
on the roll at December 31, 1934, compared with $986,022.82 paid 
in 1933, and 1872 pensioners December 31, 1933. Pensioners 
retired during 1934 have an average service of 28 years with 
your Company and an average age of 64 years. Your Com- 
pany cancelled its Death Benefit Plan as of July 25, 1934. Dur- 
ing 1934 death benefits were paid in 267 cases, amounting to 
$273,503.20, account deaths occurring prior to cancellation of the 
Plan, compared with 408 cases, amounting to $420,884.54 in 1933. 
_Your Directors take pleasure in again expressing their appre- 
ciation of faithful and efficient service rendered by officers and 
employees. 


S. T. Biepsor, President. 
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Eastman Advocates Consolidation 





Federal Co-ordinator of Transportation Joseph B. Eastman, in his recent legis- 
lative report, advocated large scale consolidations of railroads along regional 
lines. Legislation providing governmental authority to compel unification is 
being sought. 


RAILROAD MERGERS 


By JOHN WILL CHAPMAN, B.S., M.C.S. 








Member of Investment Staff, United States Trust Company of New York; Formerly 
Statistical and Security Analyst for Standard Statistics Company 


T HIS timely new book deals with the causes, methods of effecting and results 

of railroad mergers. It is packed with facts of value to anyone concerned 
in any way with changes to be effected through the contemplated mergers of 
American railroads into large competing systems. 


“It weighs the respective merits of the more recent type of regional consolidations 
and the older end-to-end type, and it attempts to gather, sift, and summarize in 
an orderly way the more important discussions of rail merger problems.”—Barron’s. 
“A close student of the railroads, Mr. Chapman has assembled in this timely book 
a great deal of general statistical information, conveniently arranged, on the evolu- 
tion of consolidations and unifications into the giant trunk lines of today.”—New 
York Daily Investment News. 

“The merger problem now confronting us is discussed in some detail with the prob- 
able benefits to be derived from the various proposals advanced by the Interstate 
Commerce Commission, and several others.”—The American Banker. 

“The author weighs the evidence on operating advantages and disadvantages, delves 
into the financial aspects, and explains the effect of mergers on the market action 
of railroad securities.”—Wall Street Journal. 

“The whole volume, including the appendices, forms a compact and convenient 
reference for those seeking data upon this live and disturbing transportation and 
financial problem—mergers.” Professor G. Lloyd Wilson, University of Penn- 
sylvania, in the Annals of the American Academy of Political and Social Science. 


| | WHAT REVIEWERS SAY 








Some of the Features 


Historical Survey—advantages and disadvan- 
tages of mergers before 1920. 






Merger Problems Under the Transportation 
Act. Maintenance of competition—Maintenance 
of existing routes and channels of trade—Valua- 
tion of properties—Exact provisions of the Act 


ON APPROVAL ORDER COUPON 


Simmons-Boardman Publishing Company, 
30 Church Street, New York, N. Y. 


Send me for Ten Days’ Free Examination a copy of 
Chapman’s RAILROAD MERGERS. I will either return 
the book or remit the list price of $3.00 within that time. 





lines—Minority stockholders. 




















Current proposals. 


the market action of railroad securities. 


SPSS ESHEETS HEHEHE HEHEHE HEHEHE HEHE HEHEHE HH HEHEHE 


Barriger plan for railroad mergers. 


Ceeeeeeeeseeeeeseeseseseese & WEBER ee se eeseee® 


(This offer is limited to retail purchasers in the United 
States and Canada) R, A. 4-20-35 


Appendices and Bibliography. 


concerning consolidations—Relation between con- 
solidations and unifications—Exact provisions of 
Act concerning unifications—Amendments in 1933. 


Special Problems. Holding companies—Short 


Progress of Mergers after Transportation Act. 
The record from 1920 through 1934—Proposed 
particular mergers—The I. C. C. Plan—The 
Four-System Plan of the Eastern trunk-lines.— 


Operating and Financial Problems of Future 
Mergers. Operating advantages and disadvan- 
tages—Financial aspects—Effect of mergers on 


Conclusion. Procedural and legislative prob- 
lems of future mergers—Summary of the Prince- 


170 pages, 28 merger maps, 6 x 9, cloth, $3.00 
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